99 


+ «0 





(Copyright, 1921. 


Vol. XXVIII 





The Traffic World 


ISSUED EVERY SATURDAY BY 
THE TRAFFIC SERVICE CORPORATION, CHICAGO, ILL. 


Fifteenth Year) 
A working tool for traffic men, both industrial and railroad; a national journal of transportation news; independent as between carrier and shipper 


SATURDAY, DECEMBER 3 





No. 23 





£. F. HAMM, President W. C, TYLER, Seeger Tomas 
HENRY A. PALMER, Editor E. C. VAN ARSDEL, Business Manager 


H. W. KELLOGG, Advertising Manager 


B. J. HAMM, Manager, A. E. HEISS, Chief, 
Special a Department, Washington Washington News Bureau 


1} 


All subscriptions are payable in advance and renew automatically at end of period unless 
notification to contrary is given. 


All remittances should be made payable to order of THE TRAFFIC SERVICE COR- 
PORATION, Chicago, and should be in Chicago or New York exchange. 











TERMS OF SUBSCRIPTION 


ee ee ee ee ee ee an we $10.00 
SIX MONTHS . 2. 2 2 eo oe oe ican ee ° we 4% - 6.00 
THREE MONTHS 2... 2 2 0 ee oe oes . ° - 3.00 
SINGLE COPY ......-. ° One oe 3s ‘ - ‘ .25 








418-430 South Market Street, 
CHICAGO, ILL. 


Colorado Building, 
WASHINGTON, D. C. 








THE GENERAL RATE INQUIRY 

Events follow each other in such rapid succession 
these days in the transportation world and the situa- 
tion is so constantly changing that it is sometimes 
dificult to keep a clear idea of what is happening. 
That is the case with recent developments in the mat- 
ter of reductions in freight rates. A week ago interest 
centered in the proposal of the carriers to ask for a 
general reduction of ten per cent on se-called agricul- 
tural products as a substitute for the order of the 
Commission prescribing certain reductions in western 
grain rates. This week that matter is lost sight of in 
the Commission’s order and program for an inquiry 
into its right to make any general reduction in rates 
at this time and the prospect that there will be a wide 
attendance at the hearings at which all phases of the 
present rate situation will be discussed. 


As the situation now stands, the Commission has 
ordered a general rate inquiry, hearings on which will 
begin December 14. So far as the situation that con- 
fronts those interested in rates is c6ncerned, it makes 
no difference how the Commission came to order this 
inquiry. It may have done so as the result of an under- 
standing with the carriers, who suggested such an 
inquiry in the program adopted at their meeting in 
New York, November 16, and who had consulted with 
the members of the Commission before adopting that 
program, It may have done so entirely on its own 
motion, the suggestion of the carriers merely having 
happened to coincide with its own views of what was 
Wise under the circumstances. It may have had this 
plan in contemplation for a long time, or it may have 
adopted it as a means of bringing order out of the 
present chaos caused by the western grain and livestock 
decisions and the proposal of the carriers to lower rates 
on all agricultural products. 


Quite aside from this general inquiry, as far as the 
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record is concerned—however much the various matters 
involved may be related in the minds of those interested 
—the Commission has issued an order that the reduc- 
tions it suggested in its western grain case decision be 
put into effect. The carriers—also quite aside from the 
general inquiry as far as the record is concerned—have 
asked that the grain case be reopened and that they be 
permitted to make a general reduction of ten per cent 
on all agricultural products over the entire country 
(except New England) as a substitute for the grain 
1eductions ordered. The Commission, we suppose, can- 
not decide this matter until after it has finished its 
general inquiry, though it may have to extend the time 
in its grain order until the general inquiry is finished. 
When the general inquiry is finished the Commission 
will be in position to decide the grain case and the 
related matter of the substitute proposed, as well as 
the other rate reduction proposals pending before it. 

Whatever the reasons of the Commission for order- 
ing the general inquiry, it cannot help but serve a good 
purpose in clearing the atmosphere in a great many 
respects. The Commission is wise in opening the doors 
to a great number of questions the answers to which 
must be fairly certain before intelligent action can be 
taken. Aside from the legal right of the Commission to 
order any kind of general rate reduction, there is the 
question of whether the carriers, in view of their finan- 
cial condition, can properly be asked to make further 
material reductions in rates or whether they should 
even be permitted to do so in case their desire to con 
ciliate certain political elements did not accord with 
economic soundness. There is, then, if it be decided 
that reductions are necessary or permissable, the ques- 
tion of how they shall be made—by percentage on all 
commodities, just as they were raised in Ex Parte 74, 
or by specific reductions on certain commodities, and, 
if by the latter method, on what commoditics. 


It seems to us that the Commission has been guilty 
of a serious omission in not including in its list of ques- 
tions this latter one as to the method by which reduc- 
tions shall be made if reductions are decided on. © It is, 
perhaps, the question now uppermost in the minds of 
those who pay freight rates, especially in view of the 
fact that the railroads. are proposing a reduction on 
agricultural products and not on other commodities. 
That fact, as we have said, is not specifically involved 
in the hearings to be held, but, nevertheless, it cannot 
be made to disappear from the consciousness of ship- 
pers. There is a large class of shippers and others who 
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Southbound deliveries from New Albany to Newton, Meridian and 
Laurel are made same day, to other points next day. Northbound, 
from Laurel, Meridian and Newton to New Albany, next day, from 
other points 2nd day. 

Daily through merchandise car service from Chicago and St. Louis 
to Meridian, Miss., Laurel, Miss., and Mobile, Ala., ALSO weekly 
through refrigerator car service from Chicago to same points of 
destination, making third afternoon deliveries at Meridian and Laurel 
and fourth morning at Mobile from Chicago, second afternoon and 
third morning from St. Louis. 

Special attention given to the handling of IMPORT, EXPORT and 
INTERCOASTAL traffic through the ports of Gulfport, Mobile and 
New Orleans. 
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The Cincinnati, Indianapolis 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville, 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 
New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 

Fast Freight Service in connection with all Fast Freight Lines Routes. 

J. A. SIMMONS, General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. R. B. KINKAID, Assistant General Freight Agent 


For information as to Rates, Routes, Service, etc., ask any Railway Agent or address the C. I. & W. R. R. at any of the following points, where we have 
General Agents: 
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believe, on principle, that the percentage method on all 
commodities is the only proper method to bring about 
reductions in rates that were raised by the percentage 
method on all commodities in an effort to give the 
carriers the revenue they needed. To this class may 
be added shippers who, perhaps, do not base their 
ideas so much on principle as on the very human 
desire to get their share and who object to a method 
that deprives them of that privilege. -So we have an 
idea that, though this point is not specifically mentioned 
in the Commission’s program, it will be considered at 
the hearings. 

For the reason that, on this point as on many others, 
there is likely to be pretty general agreement among 
shippers other than those whose selfish desires might 
dictate a diflerent view, we would suggest, both in the 
interest of making a strong presentation and of saving 
time and effort wasted when there is lack of organiza- 
tion, that there be some sort of organization of these 
shippers at a meeting in some centrally located city at 
which representatives of shippers chosen from different 
states or regions shall be authorized to act. Perhaps 
such a meeting might be held under the auspices of the 
National Industrial Traffic League, whose position on 
this point is pretty well defined and is likely to become 
more clearly defined as the case progresses. The League 
has a large and representative membership, but not all 
interested shippers are members of it. Perhaps the best 
thing for those shippers outside the League but who 
agree with it in this matter, to do would be to form 
some sort of temporary organization of their own and 
merely cast their lot with the League. 

At any rate there ought to be some adequate ar- 
rangement for a strong,: united presentation of , this 
phase of the case by those who think alike with respect 
to it. Now is the time to impress on the Commission 
the view that we believe is most widely entertained by 
shippers who pay the freight. If these shippers refrain 
from action on-the theory that somebody else will prob- 
ably do what is necessary, or if, on the other hand, they 
act without co-ordination or head, they will lose an 
opportunity. 





LABOR’S PICTURE. OF THE CARRIERS 


A deplorable picture of a great, fundamental indus- 
try is being painted before the Senate Interstate Com- 
merce Committee by the paid consulting economist of 
the “big four” railroad brotherhoods—but it is not being 
reproduced to any great extent in the daily press because 
the oft-made charges of the brotherhoods have become 
stale as news. Mr. Warne has scoured the earth to show 
that the railroads are in the control of cheats and frauds. 
His job is to discredit private ownership and operation 
of the railroads and he is doing his best to earn his pay. 
The railroad brotherhoods have yet to recover from the 
Plumb plan mania and the obsession that government 
Ownership can be forced by painting those who run the 
railroads as scheming devils who never sleep for fear 
‘chance may slip by them to “skin” the public and rail- 
toad labor. 
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RULES AND WAGES 


The new shop-craft rules promulgated. by the Labor 
Board, to be operative in instances where no agreement 
has been reached between individual roads and _ their 
shop workers, are, in large measure, favorable to the 
railroads. Especially in the matter of classifications, 
about which almost every railroad executive has had 
pet stories to tell, have important reforms been made; 
and if the abuses of the old classifications have been as 
numerous and as flagrant as the railroad managers would 
have the public believe, it is fair to say that the board’s 
first estimate—made on the spur of the moment admit- 
tedly to satisfy importunate newspaper men—that the 
new shop-craft rules would save the railroads some- 
where around $50,000,000 a year in operating expenses, 
is too low. 

Taken together, the new rules and the remarks 
made by Mr. Hooper the day before they were promul- 
gated, on first consideration, seem to indicate that too 
much stress was laid by the press and the public on 
the significance of the “memorandum” on the. strength 
of which the brotherhood chiefs called off their proposed 
strike late in October. In the words of Mr. Hooper, 
the fact that the board is now ready to consider the 
wages of the shop crafts before submissions have come 
to it is “full justification” for that document. We see 
nothing of the sort in the promulgation of the new shop- 
craft rules, though, of course, future action by the board 
may furnish such justification—and the earnestness with 
which the board has gone about it to dispose of the 
mass of work confronting it may be taken as an indica- 
tion that its future action will do so. 

That the board has disposed of the shop-craft rules 
before the question of wages for that class of labor has 
been brought to it seems to us to be of no particular 
significance. The board can have no official knowledge 
of a wage dispute until the proposition has been carried 
on the bulletin boards of the railroad for thirty days 
and until, subsequent to these thirty days, conferences 
have been held or attempts at conferences have been 
made. These, too, in matters of such importance to the 
road and to its men, take considerable time. The move 
on the part of the railroads for wage reductions among 
the shopmen began almost immediately after the settling 
of the brotherhoods’ strike attempt. It is no fault of 
the carriers that these disputes are not before the board, 
for they do not, as yet, exist as disputes under the law. 

So much for the shop crafts themselves. With 
regard to the brotherhoods, the promulgation of the 
new rules has even less significance. There can be no 
consideration of the wage cuts among the brotherhoods, 
if the board is to adhere. to its promise, until the rule 
disputes covering their classes of employes are settled. 
And there appears to be no disposition on the part of 
the board to advance the brotherhoods’ rule questions— 
in fact, there has been no denial that these particular 
rules will be the last taken in hand. It is admitted that 
the maintenance of way men are next on the list, and 
that they are to be followed by the clerks and dispatch- 
ers. In addition, there still remain the signalmen and 
telegraphers and some minor groups. It is pointed out 
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by the board that the number of rules in dispute among 
these classes of employes is far less than were those 
among the shopmen. The inference it is desired that we 
draw from that is that the work may be disposed of in 
a correspondingly shorter time. If that is the case, and 
the board, under its memorandum, will be free to con- 
sider the wages of the brotherhoods within, say, six 
or eight weeks, then we think the memorandum will 
have been justified, but not before. 

Another phase of the matter now open for specu- 
lation is the result that the promulgation will have on 
the board’s docket. The crowded state of its docket 
was one of the things on which the board leaned heavily 
when placating the brotherhood chiefs. By its expressed 
readiness to consider the matter of shopmen’s wages 
immediately, however, the board has laid itself open to 
the reception and determination of probably a dozen 
separate wage disputes instead of one. A large part of 
the evidence put in in any wage case would necessarily 
be similar, and it is not to be thought probable that the 
board could dispose of the wage case of any one class of 
employes in much less time than was required to decide 
the combined case of all last spring. Whereas the board 
could express itself as willing immediately to consider 
railroad wages as a whole, as an emergency measure, 
at the present time, and could probably dispose of the 
matter in a month, it has determined to take the cases 
up separately, by which method they cannot all be dis- 
posed of in much less than a year. 












































TRAFFIC WORLD DELIVERIES 


Because of constant complaint from subscribers concerning 
delay in delivery of copies of The Traffic World and The Traffic 
Bulletin, a complaint was recently lodged with the Second As- 
sistant Postmaster General as to the methods employed in hand- 
ling this and similar publications. 

In spite of the fact that we pay a rate the same as or higher 
than the daily newspapers, our publications, as well as others 
issued weekly, are discriminated against in that they are un- 
loaded from through trains, at certain terminals, for redistribu- 
tion, thus causing delay, while the daily papers get this re- 
distribution service en route. 

The Postoffice Department attempts no defense of the com- 
plaint of discrimination except to say that the cost of extending 
the service would be prohibitive, thus indicating that a favor- 
able financial showing was the objective rather than a satisfac- 
tory service, and we are then informed that the more the situa- 
tion is looked into the less cause there is found for criticism. 

All copies of both of our papers, intended for subscribers, 
are put into the Chicago postoffice in the early afternoon on 
Saturday and if they were all properly dispatched and, where 
necessary, were redistributed en route, delivery on Monday 
should be the rule except, perhaps, to subscribers in out of the 
way sections of New England, Florida and Texas, who would 
get them on Tuesday, and to those located in and beyond the 
Rocky Mountain region, who would get them shortly thereafter. 

We are anxious to have that kind of service rendered and 
we know that it is not now being given. 

If we are to make our continued efforts count, we must know 
what kind of service is now rendered. 

Supplementing your letter to us, telling us of the time of 
deliveries now, one addressed to the Second Assistant Postmaster 
General at Washington specifically pointing out the exact amount 
of delay you are experiencing and urging the re-establishment of 
the distribution en route arrangement, would be helpful.—Circu- 
lation Department, The Traffic World. 




































































TRANSPORTATION TAX REPEAL 


The Trafic World Washington Bureau 

Effective January 1, 1922, under the new revenue bill signed 

by President Harding, the transportation taxes provided for in 
the revenue act of 1918 will no longer be collected. The effect 
of the new law is to repeal, as of January 1, 1922, the 3 per cent 
tax on freight, the 1 per cent tax on each 20 cents paid on 
express shipments, the 8 per cent tax on transportation of per- 



































THE TRAFFIC WORLD 








Vol. XXVIII, No. 23 





sons, the 8 per cent tax on Pullman tickets, and the 8 per cent 
tax on transportation by pipe line. 

No change was made with respect to the tax on telegraph 
and telephone messages, which is 5 cents on more than 14 cents 
and not more than 50 cents, and 10 cents on more than 50 cents, 

“Under regulations prescribed by the commissioner, with 
the approval of the secretary, refund shall be made of the pro. 
portionate part of the tax collected under subdivision (c) or 
(d) of section 500 of the revenue act of 1918 on tickets or mileage 
books purchased and only partially used before January 1, 1922” 
the new law provides. 

The special stamp tax on parcel post shipments also was 
repealed. 

In the fiscal year 1921 the revenue collected under the 
transportation taxes amounted to $273,000,000. 


LOADING OF REVENUE FREIGHT 


The Trafic World Washington Bureey 


The loading of revenue freight totaled 786,671 cars the week 
ended November 19—an increase of 33,625 over the preceding 
week. Increases were shown over the preceding week in mer. 
chandise, miscellaneous, coal, grain and grain products, livestock, 
coke. Forest products and ore showed decreases. The detailed 
loading figures by districts were delayed this week on account 
of late reports by the carriers to the car service division of the 
American Railway Association. 


- OCTOBER REVENUE 


The Trafic World Washington Bureau 


The railroads made a better showing on earnings in October 
than in any other month since the increased rates became effec- 
tive, according to estimates based on reports from 164 roads. 
These roads had a net railway operating income of $98,228,009, 
an increase of 26 per cent over October of last year. It is esti- 
mated that the net for all class 1 roads will be between $105, 
000,000 and $110,000,000. If the latter figure is reached the re. 
turn, on a percentage basis, will be about five and one-half per 
cent. The revenues of these roads totaled $502,000,000 and ex- 
penses $369,000,000. As compared with October last year this 
was a decrease in revenue of fifteen per cent and a decrease in 
expenses of twenty-four per cent. 


CAR SURPLUS AND SHORTAGE 


The Trafic World Washington Bureau 


The average daily surplus of freight cars jumped to 213,523 
cars in the period November 15-23, as compared with 140,189 
cars in the period November 8-15, an increase of 73,334 cars, 
according to the report of the car service division of the Amer- 
ican.Railway Association. Since November 8 the increase in 
surplus cars has been 120,351, or 21,179 cars more than the total 
surplus on November 8, when it was 93,172. 

The average daily shortage dropped to a negligible number 
—393, as compared with 1,806 cars in the preceding week. 

The surplus was made up as follows: Box, 85,404; venti- 
lated box, 946; auto and furniture, 3,474; flat, 10,331; gondola, 
65,273; hopper, 23,772; coke, 4,301; S. D. stock, 11,356; D. D. 
stock, 1,740; refrigerator, 2,009; tank, 499; miscellaneous, 4,418. 

The shortage was made up of 118 box, 43 flat, 43 gondola, 
1 hopper, 5 S. D. stock and 183 refrigerator cars. 


D. T. & L SUSPENSION EXTENDED 


The Traffic World Washington Bureau 


The tariffs, under which the Detroit, Toledo & Ironton under- 
took to cut the rates on coal from the Jackson and Ironton dis- 
tricts in Ohio to Detroit have been further suspended to the end 
of January. Their original suspension was until January 1. The 
Commission’s announcement was as follows: 








3y an order entered November 30 in I. and S. docket No. 1381, 
the Interstate Commerce Commission further suspended until Jan- 
uary 31, 1922, the operation of certain schedules published in Sup- 
plements Nos. 30 and 31 to Agent F. V. Davis’ tariff I. C. C. No. 811 
(Agent W. J. Kelly Series). ue 

The suspended schedules propose reductions in the existing 
rates on coal, carloads, from mines on the Detroit. Toledo & Ironton 
Railroad in Jackson County and Ironton (Ohio) Districts, to Detroit, 
Michigan, and other destinations on the same line in Ohio and Mich- 
igan, the operation of which was suspended until January 1, 1922, b) 
orders previously entered in the same proceeding. 


TELEPHONE CONSOLIDATION 

The Commission has issued a certificate authorizing the 
acquisition by the Wisconsin Telephone Company of the propert) 
of the Rock County Telephone Company. The Rock county com 
pany is engaged in furnishing local and long distance telephone 
service in Janesville, Wis., and surrounding territory. The W's 
consin company operates a separate exchange in Janesville, a§ 
well as exchanges throughout the state of Wisconsin. The Com- 
mission said that local opinion was unanimous that nothing short 
of unified service would solve the problems arising from the oP 
eration of the two companies. 
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Current Topics 
in Washington | 





The Commission’s Rate Inquiry.—Nearly every man who has 
been interested in the outgivings of the Commission whereby 
it announced the inauguration of another general rate and 
financial condition inquest has seen what, to him, have seemed 
evidences that the commissioners must have had some earnest 
arguments in the conferences that preceded the announcements. 
The greatest surprise was caused by the order instituting the 
inquiry. It is so worded as to convey the thought to many that 
the Commission is in doubt about the legality of what it has 
done in the western grain rate case. It is generally recognized 
as an invitation for the carriers to take the position that, in 
view of the fact that the rates suggested in Ex Parte No. 74 
have not yielded a fair return on the value of the property de- 
voted to transportation, the constitutional guarantees forbid it 
to lower those rates, especially on grain, grain products, hay 
and straw, because, in the year in which Ex Parte No. 74 rates 
have been in operation, the railroads have moved a larger ton- 
nage of grain, hay and straw. than ever before; and that, there- 
fore, even if the courts have sanctioned the lowering of rates 
to induce a larger tonnage, that principle cannot be applied in 
this case. In the Southern Hardwood Traffic Association case 
J. V. Norman quoted liberally from the Nashville Water Works 
case, in which the Supreme Court of the United States said 
that human experience had shown that a lowering of prices 
resulted in an increased use of the article, the price of which 
had been brought down. Therefore, in effect, it overruled the 
decision of Justice Brewer, made in 1888, in which that learned 
jurist laid down the proposition that the courts could not sanc- 
tion the experiment of a public utility body lowering the rates 
of a gas company on the theory that the increased consumption 
would give the company a larger profit. Justice Brewer said 
that was too speculative a proceeding, or words to that effect. 
The railroads, in that case, relied largely on the Brewer opinion. 
The evidence of earnest discussions among the commissioners 
that caused most comment was the lack of resemblance between 
the order instituting the inquiry and the questions to be an- 
swered at the hearings. Not one of the questions, it has been 
suggested, has any direct bearing on question of power to order 
“further” general reductions. The thing that caused the great 
amount of speculation was the declaration that the hearings 
were for the purpose of eliciting facts and would not be preceded 
by arguments on questions of power or policy. That seemed 
to negative the announcement in the order that the inquiry was 
being held to determine the extent of the power, if any, to order 
further general reductions. Under the order instituting the in- 
vestigation, lawyers have said, about the only fact that needed 
to be established, probably, was that the carriers had not earned 
a reasonable rate of return on their investment. That is a fact 
to be found in the files of the Commission, of which the Com- 
mission takes judicial notice. Neither carrier nor shipper would 
be under the duty of proving that fact. Therefore, it has been 
Suggested, if the order instituting the inquiry controlled it, 
there would be little or no testimony. But, in assigning the 
case for hearing, the Commission said there would be no argu- 
ment, in the way of an opening statement, thereby apparently 
shutting out observations by attorneys intended as an answer 
to the question of power raised in the order. The only satisfac- 
tory explanation for these apparent contradictions that anyone 
has been able to make, is that the commissioners have had to 
adopt compromises so as to enable the Commission to get 
something started. After they had started the general inquiry, 
it is suggested, they saw how limited the case would be, so 
they decided to broaden their inquiry, without saying so, by 
the expedient of asking a lot of questions that only remotely, 
if at all, have a bearing on the question of power raised by 
the order instituting the inquiry. The effect of the order and 
the assignment of the case for hearing on the list of questions 
constituting the program, it is believed, is to bring into issue 
about everything pertaining to rates that could be imagined. 





The Harm of Uncertainty.—There is a criticism of President 
Harding’s agitation for lower rates and the Commission’s inclina- 
tion in that direction, even after it had made provisions for 
the relief of the farmers and stockmen in the East and the rail- 
roads, by their own acts, had given relief to other industries 
m all parts of the country, that promises to become stronger 
as time goes on. It is that this continued pressing for general 
rate reductions prevents a stabilization which everybody admits 
18S most desirable. It is only natural for buyers to hold off if 
they think prices are coming down. While they are holding off, 
business becomes stagnant. Experienced railroad traffic men 
know that when there is prospect of a reduction in rates, orders 
for goods are canceled or held up. Traffic men believe that the 
stitution of the general inquiry into rates, fares and charges, 
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into the power of the Commission, and into the question of 
what will constitute a fair return after March 1 next, tends to 
slow down business. They believe that, notwithstanding the 
fact that railroad executives, who, in an official sense, must be 
deemed wise in the eyes of traffic subordinates, asked for a 
general inquiry. Traffic men for shippers, as a rule, are in posi- 
tion to find out just about how much business is slowed up as 
a result of cancellation orders when the probability of a rate 
reduction is mentioned in such way as to attract general atten- 
tion. Cancellations of orders are given on heavy-loading com- 
modities more generally than on light-loading, valuable mer- 
chandise. The reason for cancellation on heavy-loading com- 
modities, it is believed, is obvious. On such commodities the 
freight rate is a comparatively heavy item of cost. None of 
those inclined to criticise the President and the Commission for 
keeping things stirred up denies that there are particular rate 
situations that need early and sharp attention. Some of them 
have needed it every day since the report in Ex Parte No. 74 
was put out. General reductions, however, will not cure the mal- 
adjustments except in the rarest of instances. But traffic men 
who are compelled to consider general reduction applications 
cannot devote attention to the particular adjustments needed, 
so the bad effect of agitation, oftentimes, is not only to cause 
cancellations, but also to keep in maladjustments that could 
have been corrected had the traffic men of the railroads not 
been compelled to devote their attention to demands for general 
reductions. 

Vacancies on the Commission.—President Harding is ex- 
pected to nominate men for the Commission to fill the vacancies 
that fall on the first day of the coming year, soon after the 
Senate meets again December 5. The terms of Commissioners 
Hall and Aitchison will expire December 31. The President 
has talked with senators about these terms beginning January 
1. The impression is that he will nominate Hall and Aitchison 
to succeed themselves. No one, however, has claimed to have 
positive assurance from him that that is his intention. The 
senators to whom the two commissioners are supposed to owe 
what, for want of a better word, may be termed allegiance, have 
talked with the President and they have the impression that 
Hall and Aitchison will be named to succeed themselves. None 
of the senators interested in the two commissioners, however, 
has been a controlling factor in the distribution of offices. They 
have not been ignored, but they have not been credited with 
being the men able to whisper into the President’s ear and 
feel assured that what they said would find lodgment instead 
of going straight through. One of such men is Senator Freling- 
huysen of New Jersey, to whom is credited the appointment of 
Commissioner Cox. The latter, of course, had the indorsement 
of commercial travelers, so that Senator Frelinghuysen, in rec- 
ommending him, may have had in mind that he might be doing 
a good turn for himself when he agreed to the man picked by 
them. There are candidates and candidates for the two va- 
cancies. There are always such. Friends of W. A. Colston, 
director of the Commission’s finance bureau, have been doing 
what they could to bring his merits to the attention of the man 
in the White House. He is from Kentucky. So is Chairman 
McChord. The term of the latter will not expire’ until a year 
hence. Colston’s friends are inclined to suggest that, because 
there are two commissioners from New Jersey and two from 
Wisconsin, the fact that their man is from Kentucky should 
not be taken too seriously. However, there are many who dis- 
agree. In fact, it is believed it would be much easier to count 
those who think Kentucky should have two commissioners than 
it would be to count those of a contrary mind. 





Railroad Legislation—No well advised man will think of 
throwing away his copy of the interstate commerce act because 
it is about to be made obsolete by more recent legislation. Action 
on the Capper and other bills intended to deprive the Commis- 
sion of the power over states rates and to repeal section 15-a 
is not at all imminent. The state commissions, when the Sen- 
ate began its hearings, appeared to be putting up a fight that 
promised to end in success for them in a short time. The rail- 
roads and the owners of railroad securities, apparently, have 
counteracted the effect produced by the state commissioners, to 
a consderable extent. But, even if they had not accomplished 
anything, legislation could hardly be considered imminent be- 
cause, if this Congress has proved one thing, it is that it cannot 
legislate except at snail-like pace. All legislation affecting rail- 
roads is in the same condition. The railroad funding bill, as 
forecast a week ago by President Harding’s expression of in- 
difference, has been laid aside by the Senate leaders. They 
have substituted, for consideration at least, the foreign debt 
funding bill. 

Production Cost Reports.—The Federal Trade Commission 
has received another bump in the courts in the course of its 
effort to force iron and steel companies to submit production 
cost reports to it on the theory that it must know costs to 
enable it to regulate that part of commerce between the states 
that Congress has committed to its care. A short time ago it 
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supplemented its proceedings against which there is a restrain- 
ing order issued nearly a year ago with an application for a 
mandamus requiring the iron and steel companies to submit to 
it “sample” sheets of cost reporting so that it could judge whether 
the cost of preparing reports such as it thinks it is entitled to 
receive, would be excessive, as alleged by the steel companies 
in the cases initiated a year ago. Justice Bailey, of the Supreme 
Court of the District of Columbia, who issued the restraining 
order, has denied the writ for which the trade body asked. He 
said that to require the steel companies to do that would be 
to require them to do exactly what he enjoined nearly a year 
ago. The latest attack by the trade body was regarded as a 
flank movement by means of which it would have attained, 
had it been successful, what it did not attain by the frontal 
attack made about a year ago. Its excuse for the flank or col- 
lateral attack was that the steel companies had asserted that the 
cost of making the reports would be excessive, in that it would 
require them to change their methods of bookkeeping and sub- 
stitute for them the methods devised by the Trade Commission. 
The latter desired what it designated as sample sheets, so as 
to be prepared, it said, to deny the allegation about excessive 
cost when the case came on for hearing on its merits, December 
8. Thus far the Trade Commission has lost in every move in 
the courts in its effort to obtain data on which it could base 
findings of excessive prices. The steel and coal industries have 
resisted its efforts on the ground, chiefly, that reports on the 
cost of production do not constitute a regulation of commerce 
and that, if Congress undertook to grant the power to require 
cost reports, then that enactment was beyond the power of Con- 
gress to make, under the commerce clause or any other part of 
the Constitution. A. ©. Hi. 





AGRICULTURAL INQUIRY 
The Trafic World Washington Bureau 


Announcement was made November 30 by Representative 
Sydney Anderson, chairman of the joint commission of agricul 
tural inquiry, that 44 committees of shippers had been appointed 
to work in conjunction with the executive traffic committee of 
the railroads in securing data on the marketing and transpor- 
tation facilities of the country. These committees are working 
under the direction of the transportation division of the com- 
mission and represent 95 per cent of the tonnage of com- 
modities. Included in their membership are: C. B. Hutchins of 
Chicago, traffic manager of the American Farm Bureau Federa- 
tion; F. E. Todd of Moline, Ill., vice-president of Deere & Co., 
representing the agricultural implement industry; S. J. Lowell 
of Leonia, New York, master of the National Grange; R. D. 
Phillips of Rochester, New York, of the International Apple Ship- 
pers’ Association; R. Cumming of Chicago, representing fruits 
and vegetables, who is working in conjunction with E. G. Dezell, 
assistant manager of the California Fruit Growers’ Exchange; 
A. J. Campbell of Youngstown, Ohio, president of the Youngs- 
town Sheet and Tube Co., representing the steel interests. 


“These committees, together with the representatives of the 
railroads, have been asked to complete their work by January 
1, whereupon’ all data will be carefully reviewed and analyzed 
by an advisory committee, whose personnel will be announced 
shortly,” Mr. Anderson said. “There will be twelve members of 
this advisory committee, representing transportation, industry 
and agriculture. 

“Every phase of distribution is being investigated in rela- 
tion to transportation. This investigation involves physical prop- 
erty, transportation service, the economic relation of transpor- 
tation to agriculture and industry, the administration of trans- 
portation and the analysis of state and federal laws applying 
to transportation. A study is being made of the relation of car 
service and supply to the successful distribution of products, 
with particular reference to the present condition of equipment. 
It can be conservatively stated that 15 per cent of the equipment 
of the railroads is in poor condition. A similar study is being 
made in relation to electric lines, water transportation and 
motors.” 


“The labor of more than 1,500 people, for a period of three 
months, is represented by the data which are now being com- 
piled by the transportation division of the joint commission on 
agricultural inquiry, which will shortly present a report of its 
mvestigation- on the marketing and transportation facilities of 
the country,” said Representative Anderson. 

“Splendid co-operation is being given by the railroads and 
the shippers to make possible a report recommending legisla- 
tion which will tend to remedy existing conditions. Approxi- 
mately 800 representatives of the railroads and 600 representa- 
tives of the shippers, in all sections of the country, are gathering 
information through various sub-committees, and this informa- 
tion is in turn being correlated by the joint commission. Com- 
pilation of operating costs and labor costs is included in the 
work, with particular reference to a comparison of these costs 
with those of other industries. Every issue which may have 
any bearing upon the existing relationship between railroads and 
industries which they serve is being carefully analyzed. 

“In connection with the transportation investigation, a 
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thorough study has been made of each medium of distribution 
and the commodity has been traced from the actual producer to 
the actual consumer. 

“The policy is to determine the basic facts of the relation 
of the railroads on the one hand and the shippers and receivers 
of commodities on the other. Branch offices of the transporta- 
tion division are now operating in various parts of the country 
for the purpose of keeping in touch with the local conditions 
surrounding the producers and the railroads in each particular 
locality. 

“The general committees have organized sub-committees, 
located in the producing and consuming regions, with reference 
to the movement of the particular products which they are 
studying. For instance, the general committee organized on 
fruits and vegetables has in turn appointed sub-committees in 
nearly every state of the Union, and these sub-committees are 
studying the particular products in their section of the country, 
determining the costs of production, costs of marketing, trans- 
portation charges and their relationship to farm prices, together 
with the price paid by the consumer. 

“The railroads are organized in two groups, namely, traffic 
and organization, and the personnel of the executive traffic com- 
mittee follows: 

“H. M. Adams, vice-president, Union Pacific, Omaha, chair- 
man; J. G. Woodworth, vice-president, Northern Pacific, St. Paul; 
Edward Chambers, vice-president, Santa Fe, Chicago; T. C. 
Powell, vice-president, Erie, New York; Garrett Fort, vice-presi- 
dent, Boston & Maine, Boston; Archibald Fries, vice-president, 
B. & O., Baltimore; Robert Wright, general traffic manager, 
Pennsylvania, Philadelphia; Lincoln Green, vice-president, South- 
ern, Washington; L. F. Bowes, vice-president, Illinois Central, 
Chicago; and J. A. Edwards, vice-president, A. B. & A., Charles- 
town.” 


COMMISSION ORDERS 

Wilson & Co., Swift & Co., and Armour & Co. have been 
permitted to intervene in No. 12158, Frye & Co. vs. Great North- 
ern et al. 

The Watertown Chamber of Commerce has been permitted 
to intervene in No. 13173, Milwaukee Association of Commerce 
vs. C. M. & St. P. et al. 

The Eldnar Coal Co., Fullerton Coal Co., Rudy Coal Co., 
Madison County Mining Co., New National Coal Co., Groom 
Coal Co., General Coal Co., Oak Hill Coal Co., O’Fallon Coal 
Co., and the Peoples Coal Co. have been permitted to intervene 
in No. 12711, Perry County Coal Corporation et al. vs. East St. 
Louis & Suburban Ry. et al. 

The order in Nos. 11240, Wilson & Co., Inc., of Oklahoma 
vs. Director-General, A. T. & S. F., et al., and 11077, Morris & 
Co. vs. same,, has been amended by adding the following at the 
conclusion of the third paragraph: “The application of the term 
‘joint-line haul’ used herein in connection with the rates pre- 
scribed from Sioux Falls, 8. D., is to be determined by count- 
ing the participating carriers south of Kansas City, Mo.-Kan.” 

The Champion Coated Paper Co. has been permitted to inter- 
vene in No. 12986, Wisconsin Traffic Association vs. Algoma Cen- 
tral & Hudson Bay Ry. et al. 

L. Kemp Duval, a stockholder of the P. C. C. & St. L., has 
been permitted to intervene in Finance Docket 1466, which covers 
the application of the Pennsylvania Company for authority to 
acquire control of the P. C. C. & St. L. company. 

The order in No. 11018, Wichita Board of Commerce et al. 
vs. Director-General, which on June 2 was postponed until the 
further order of the Commission, has now been made effective 
January 31. 

The Southern Apalachian Coal Operators’ Association, Haz- 
ard Coal Operators’ Exchange and Harlan County Coal Oper- 
ators’ Association have been permitted to intervene in No. 13220, 
Cincinnati Association of Purchasing Agents vs. L. & N. 

The Commission has reopened the Texas state rate case, 
docket No. 11764, for further hearing, for the purpose of con- 
sidering the reasonableness, relationship and propriety of the 
rates on fence posts, as published in items 1000 and 1005 of 
Texas Lines Tariff 36-A, Fonda’s I. C. C. No. 114. 

The order entered June 7, 1921, in Nos. 10500, Corporation 
Commission of North Carolina vs. Director-General, A. C. L. et 
al., and 10515, Raleigh Chamber of Commerce, Inc., et al. vs. Direc- 


tor-General, S. A. L. et al., better known as the Raleigh Cham-., 


ber of Commerce cases, has been vacated. This order of vaca- 
tion is merely to clear the records of the Commission of the 
June 7 order, which was superseded by the Commission’s latest 
decision in these cases handed down November 10. 

The complaint in No. 12683, A. Kaplan vs. Director-General, 
C. R. I. & P. et al., has been amended by making the Louisiana 
& Arkansas Railway an additional party defendant. 

The Board of County Commissioners of Chaffee County, 
Colorado, has been permitted to intervene in Finance Docket 
1572, In the matter of the application of the Colorado & South- 
ern Railway Co. for a certificate of public convenience and neces- 
sity authorizing the abandonment of its Buena Vista Romley 
line of railroad. 

No. 11757, Chicago, St. Paul, Minneapolis & Omaha Ry. Co. 
et al. vs. Great Lakes Transit Corporation, has been reopened 
for further hearing. 
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Decisions of Interstate Commerce Commission 


RATES ON COARSE GRAIN 


The Commission, speaking through Commissioner Daniels, in 
No. 11369, Van Dusen Harrington Co. et al. vs. Canadian Pacific, 
Director-General, et al., opinion No. 7251, 64 I. C. C., 461-7, held 
unreasonable coarse grain rates of 76 cents from points in group F 
and 64 cents from points in group G, the points of origin being 
in Minnesota, the Dakotas, Nebraska, Kansas and Iowa, to des- 
tinations in Montana, Idaho, Oregon, and Washington, as in- 
creased June 25, 1918, from 50 cents to the wheat rate basis, to 
the extent that they exceeded 61 cenis. The Commission ordered 
reparation to that basis. 

The Commission found that the rate for comparable div:- 
tances, eastbound, was 61 cents. Commissioner Daniels said. 
that compared with some of the east and west bound rates on 
wheat and coarse grains, to which reference was made during 
the course of the case, the 61-cent rate might seem to have been 
somewhat too high for coarse grain. Mr. Daniels recalled, how- 
ever, on the question of whether wheat rates on coarse grains 
were too high, that the Commission had passed on that subjeci 
in 56 I. C. C., 183 and 61 I. C. C., 399, and that, therefore, that 
question was not really at issue in this case. 


LUMBER PRODUCTS AND BRICK 


In a report on No. 11608, Pioneer Lumber Company et al. 
vs. C. B. & Q. et al., opinion No. 7264, 64 I. C. C., 485-90, the 
Commission held the rates on lumber and lumber products from 
points in Idaho, Montana and Washington to Ucross and Buffaio, 
Wyo., during and since federal control, were not unreasonable 
but unduly prejudicial. It held that intrastate rates on brick 
from Sheridan to Buffalo, Wyo., during federal control were not 
unreasonable or otherwise unlawful. 

The Commission held that the rates on lumber and lumber 
products were unduly prejudicial because the defendants had a 
blanket rate on forest products to points much more distant 
from points of origin than Buffalo and Ucross. These two points 
are on a small railroad which connects with the Burlington but 
is not a part of the Burlington System. The Wyoming Railway, 
on which Buffalo is situated at the terminus, the Commission 
said, has never paid dividends, and, at the time of the hearing, 
interest on its bonds had not been paid for nearly three years. 
The Commission, therefore, came to the conclusion that the 
rates were not unreasonable but only unduly prejudicial. li 
further held that the complainants had not shown themselves io 
have been damaged by the undue prejudice. 

The defendants are required, in the order of the Commission, 
to remove the undue prejudice on or before February 24. 


RATE ON BARYTES 


The Commission has dismissed No. 12109, Ault & Wiborg 
Company vs. P. C. C. & St. L. et al., opinion No. 7246, 64 
I. C. C. 448, holding that the rates on barytes, carloads, from 
Ivorydale, O., to Argo, Ill., in April, 1919, and February, 1920, 
were not unreasonable or otherwise unlawful. Seventy-nine car- 
loads were shipped on a rate of 16.5 cents. The complainant 
asked for reparation down to the basis of the subsequently es- 
tablished rate of 16 cents. It claimed that 16.5 cents was not 
the proper rate to have published under General Order No. 28 
because the rule for disposing of fractions was not fully observed. 
The Commission said that failure of the Director-General’s 
servants to observe the rules laid down by him, and the subse- 
quent publication of the rate said to be the one really ordered, 
was not enough to cause condemnation of the fractionally higher 
rate. The rate of 16.5 cents was supposed to be 90 per cent of 
the sixth class rate of 18 cents, but under the rule for disposing 
of fractions, the complainant contended 16 cents would have been 
the proper rate. The Commission referred to that half cent as 
a “slight disturbance of the percentage relationship.” 











RATES, CALIF. TO DOUGLAS, ARIZ., ETC. 


In a report written by Commissioner Eastman on No. 11442, 
Traffic Bureau of Douglas Chamber of Commerce and Mines vs. 
A. T. & S. F. et al., opinion No. 7236, 64 I. C. C. 405-15, the Com- 
mission held that class and commodity rates from points on the 
lines of the defendants in California to Douglas, Ariz., are not 
unreasonable or unjustly discriminatory. It held, however, that 
they were unduly prejudicial to the extent that they exceeded 
corresponding rates in effect from the same points of origin to 
Bisbee, Ariz., and to Lordsburg, N. Mex., and some other cross- 
country points on the Southern Pacific in Arizona and New 
Mexico. The Commission also found that commodity rates from 
Points on the lines of the Southern Pacific and its connections 
in Oregon and Washington and points basing thereon, to Doug- 
las, applicable via California junctions, were and are unduly 





prejudicial to the extent that they exceeded or may exceed cor 
responding rates contemporaneously in operation via California 
junctions from the same points of origin to El Paso, Tex., and 
Bisbee. 

That last mentioned finding, the Commission said, was not 
to be construed as covering rates from British Columbia, as ne 
testimony was before the Commission respecting the rates for 
that part of the haul within the United States. 

Another restriction placed by the Commission in its de- 
cision is that the finding is confined to the strict issue that was 
before it and to the evidence of record and was not to be under- 
stood as direct or indirect approval of the adjustment under 
which some commodity rates eastbound are blanketed from Ari- 
zona points all the way to the Atlantic seaboard. 

The undue prejudice is to be removed not later than Febru- 
ary 21. The condemnation of commodity rates does not extend 
to such rates on fresh fruits and vegetables. As to them the 
Commission made no ruling because the complainants themselves 
excluded the commodity rates applicable to them. 


FARE, LOUISVILLE TO NEW ALBANY 


In No. 12018, City of New Albany, Ind., et al. vs. Louisville 
& Northern Railway & Lighting Co., opinion No. 7252, 64 I. C. C., 
168-76, the Commission held unreasonable the straight 10 per 
cent passenger fare between New Albany and Louisville because 
and to the extent that it exceeds a commutation fare of 9 cents 
on a 12-trip ticket. The report also covers the sub-number of 
the same complaint, brought by the Chamber of Commerce of 
New Albany et al. 

The complainants asked for a straight fare of 7 cents. The 
10-cent fare, against which the complaints were lodged, has 
been in effect since November 1, 1920. The principal defendant 
and the Louisville & Southern were the operating companies at 
ihe time the complaints were filed. Since the hearing the Inter- 
state Public Service Company, which controlled the two operat- 
ing companies, by stock ownership, has succeeded them as the 
operator of the two lines. © : 

To sustain the challenged fare as reasonable, the defendants 
put in cost studies. The Commission criticized them in only one 
particular. It said they had apportioned too much of the general 
and miscellaneous expenses to the Daisy division. It said that it 
would appear that 96.02 per cent of the general and miscel- 
laneous expenses was too much to assign to that division, in view 
of the fact that the earnings of that division constituted only 
67.2 per cent of the whole. It also criticized the apportionment 
of injury and damage claims to that division. It said such items 
of expenses should be asigned to the division on which they 
were incurred. 

Notwithstanding these criticisms of items in the cost account 
studies, it refused to condemn the 10 cent fare except as herein- 
before set forth. No order was issued in connection with the con- 
demnation because, as before set forth, the two principal de- 
fendants have ceased being operating companies. The Com- 
mission said that if the Interstate Company did not comply 
promptly with the findings, the complainants might bring the 
matter to its attention for such further action as might be 
deemed appropriate. 


INDIANAPOLIS TRANSIT GRAIN 


A finding of undue prejudice and an order to remove it not 
later than February 21 have been made in No. 11704, Indianapolis 
Board of Trade vs. Baltimore & Ohio et al., opinion No. 7237, 
64 I. C. C. 416-21, as to charges on transit grain at Indianapolis 
in comparison with charges for like service at Noblesville, Ind. 
The Commission found that Noblesville millers, elevator opera- 
tors and commission firms handling grain are being unduly 
preferred to the prejudice and disadvantage of their rivals at 
Indianapolis. 

The Commission held that the charges for back-haul serv- 
ice to and from Indianapolis, running from one to 3.5 cents per 
-00 pounds, constituted an undue prejudice because there is no 
such charge at Noblesville. The complaint assailed rates, rules, 
routes and regulations applicable to the movement of grain 
originating at various points on the Lake Erie & Western Rail- 
road, accorded transit or other services at Indianapolis, and 
subsequently forwarded as such, or as manufactured products, 
to (1) western termini of trunk lines, trunk line territory, and 
points taking the same rates or arbitraries over such rates, ail 
hereinafter called eastern territory, and (2) Virginia cities and 
points taking the same rates on arbitraries over such rates here- 
inafter called Virginia cities. 

Commissioner Meyer, who wrote the opinion, summed up 
the situation by saying: 








The undue prejudice alleged is based essentially on the situation 
at Noblesville, Ind., intermediate between Indianapolis and Tipton, and 
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17.5 miles south of that junction. The Indianapolis mills meet their 
strongest competition at Noblesville, those at both points buying their 
grain in the same territory and seeking the same markets for the sale 
of their products, and as contrasted with the situation described at 
Indianapolis the record shows (1) that on traffic to eastern territory, 
Noblesville, both prior and subsequent to February, 1920, has been 
accorded milling in transit, and since that date an arrangement for 
mixing and storage in transit has been provided, which services have 
applied and now apply in connection with the through rate, without 
the addition of an out-of-line or back-haul charge; and (2) that on 
traffic to Virginia cities, originating on defendant’s main line west of 
Tipton and on the lines of its connections west of Peoria, the through 
rates apply via Noblesville and defendant’s line out of that point 
through Sandusky and transit as provided in Kelly’s transit grain cir- 
cular above referred to, is available. 

The testimony shows that shortly prior to federal control, defend- 
ant agreed to accord certain of the relief here asked and that subject 
to our approval, it is now willing to eliminate the out-of-line or back- 
haul charge on traffic to eastern territory and to eliminate the 
‘“‘plussed rate’’ basis and accord transit connection with traffic from 
Indiana stations to Virginia cities. 


CLASSIFICATION OF PAPER BAGS 


In I. and S. No. 1389, Classification Rating on Paper Shop- 
ping Bags, opinion No. 7238, 64 I. C. C. 423-6, the Commission has 
found justified proposed ratings on paper shopping bags, with 
handles, in carloads and less than carloads, in Official, Southern 
and Western classifications. The ratings, which are applicable 
on paper shopping bags, with handles, printed or not printed, 
in bales, boxes, bundles or crates, are as follows: Less than 
carloads, second class; carloads, minimum 24,000 pounds, sub- 
ject to rule 34, which provides graded minima dependent upon 
the length of cars, fourth class in Official and Western classifi- 
cations, and fifth class in Southern Classification. The sched- 
ules were filed to become effective August 31, 1921, and were 
suspended until December 29, 1921, by the Commission on 
protest of the Union Bag & Paper Corporation of New York, 
N. Y. The Grand Lake Company, Inc., New York, N. Y., also 
protested. The Commission’s suspension order is set aside as 
of December 20, 1921. 

The Commission said specific ratings for paper shopping 
bags have not been published heretofore in the consolidated 
classification, and that the movement thus far has been almost 
entirely in less-than-carload quantities, generally mixed with 
paper bags, n. o. i. b. n. 

“Protestants are particularly interested in the mixture of 
paper shopping bags with ordinary paper bags in carloads,” 
the Commission said. “Their selling agents handle all kinds 
of paper bags. Because of this method of distribution, the 
low margin of profit at which they are said to be made and sold, 
and the fear that they cannot outlive a material advance in 
rates, protestants ask that paper shopping bags be not given 
any specific ratings, but that the present situation be continued. 
If the new ratings are permitted to become effective, the ship- 
ments in less than carloads will be rated second class, whereas 
they have been moving at fifth class or class A when included 
in the same car with paper bags or at commodity rates ma- 
terially lower than class rates. It is the general rule of the 
classification committee to provide specific ratings based on 
the classification characteristics of articles and not upon their 
mixing possibilities. Rates and ratings should be definite and 
specific, and the issue here is whether the ratings proposed are 
just and reasonable.” 


RATES AND RATINGS ON WOOL, ETC. 


In a report written by Commissioner Eastman on No. 11424, 
Boston Wool Trade Association vs. Abilene & Southern et al., 
and parts of fourth section applications Nos. 345 and 349, opinion 
No. 7232, 64 I. C. C. 365-88, the Commission condemned as un- 
reasonable the present classification ratings on wool, mohair, 
‘ramel’s wool and hair, angora hair and alpaca. It condemned 
as unreasonable the distinctions in ratings on the different kinds 
of animal textiles and held that there should be one rating for 
them when shipped in similar form and quantity. 

It prescribed proportional commodity rates on wool in the 
grease from Duluth, lake-and-rail to Boston; also commodity 
rates from Texas points all rail to the big eastern wool market. 

It postponed consideration of the fourth section applications 
and said that it was not unreasonable or otherwise unlawful for 
the carriers to refuse transit on wool and mohair at Boston on 
traffic originating west of the Hudson River; it also said that 
their failure to publish consolidated wool tariffs was not un- 
reasonable or otherwise unlawful. It held that rail-and-water 
rates from Texas points to Boston had not been shown to be un- 
reasonable, although it condemned as unreasonable the all-rail 
rates from Texas to Boston. 

The new ratings and rates are to be made operative not later 
than February 21, 1922. The order of the Commission affirma- 
tively requires the carriers on or before the day mentioned to 
establish a rating on wool in the grease, washed or unwashed, 
not scoured, between points in their lines in southern classifica- 
tion territory, not in excess of fourth class, with a minimum of 
iwenty-four thousand pounds, subject io rule 34 of the consoli- 
dated classification; it further required them to establish a rat- 
ing on less-than-carload shipments of scoured wool in bags or 
bales not machine pressed between points in western classifica- 
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tion territory not in excess of 1% times first class; a rating 
on L. C. L. shipments of scoured wool in machine pressed bales 
in western classification territory not in excess of first class; 
a rating on L. C. L. shipments of wool tops in bags or bales not 
machine pressed in western classification territory not in ex- 
cess of 14 times first class; a rating on L. C. L. shipments of 
wool tops in machine pressed bales in western classification terri- 
tory not in excess of first class; and a rating on L. C. L. ship- 
ments of wool noils not in excess of first class. 

In another section of the order the Commission required the 
railroads in all classification territories to establish ratings on 
the different kinds of textiles which shall be the same in like 
form package and quantity. 

In still another paragraph the Commission required the car- 
riers to establish rates on wool and mohair in the grease, in 
bags or sacks carloads from Duluth to Boston, moving lake-and- 
rail a proportional commodity rate applicable on traffic originat- 
ing beyond Duluth, which shall not exceed 55 per cent of the 
first class rate contemporaneously in effect from Duluth to Bos- 
ton, minimum 24,000, subject to rule 34 of the consolidated 
classification; and a rate on machine pressed wool and mohair 
in the grease not in excess of 50 per cent of the first class on 
a minimum of 32,000, subject to the same rule. 

A further requirement is the establishment of a proportiona! 
carload rate on wool and mohair in the grease in bags or sacks 
from Texas points of origin to Mississippi River crossings on 
traffic destined to Boston not in excess of fourth class on a 
minimum of 24,000 pounds, subject to rule 34 of the consolidated 
classification; and to establish a rate on machine pressed bales 
of wool or mohair in the grease not in excess of 85 per cent 
of fourth class on a minimum of 32.000 pounds, subject to rule 


9 
ot. 


In the last paragraph of its order the Commission required 
the carriers to establish proportional commodity rates on wool 
and mohair in the grease in bags or sacks from the Mississippi 
River crossings to Boston on traffic originating at points in 'Texas, 
not exceeding 55 per cent of the first class rate from the cross- 
ings to Boston on a minimum of 24,000 pounds; and on machine 
pressed bales not exceeding 50 per cent of first class on a 
minimum of 32,000, both subject to rule 34 of consolidated 
classification. 


FARES ON INTERURBAN LINE 


In a report on No. 12123, Ohio Rates, Fares and Charges of 
the Pennsylvania-Ohio Power & Light Company, opinion No. 
7256, 64, I. C. C., 493-9, the Commission struck down the fran- 
chise ordinance of the village of Hubbard, O., accepted as a con- 
tract by the predecessor in interest of the Pennsylvania-Ohio 
company, to govern rates to be charged on an interurban rail- 
road operating between Sharon, Pa., via Youngstown, and Hub- 
bard, because the rates provided in that franchise charter, 
according to the view of the Commission, are unduly prejudicial 
to interstate passengers and unduly preferential of intrastate pas- 
sengers. Commissioners Aitchison, Potter and Campbell dis- 
sented without writing a separate report. 

The ordinance provided for 20 cent round trip tickets be- 
tween Hubbard and Youngstown, for special tickets good for 22 
rides for $2, and 54-trip commutation tickets for $3.80. 

The Commission’s order requires the removal of the undue 
prejudice not later than January 4 by the publication of a 54-trip 
commutation fare of $5, and a single round trip fare of 20 cents. 
The order eliminates the $2 commutation fare and increases the 
54-trip commutation fare from $3.80 to $5. 

Hubbard claimed that the ordinance fare contract could nol 
be abrogated except with the consent of all the parties to it; 
that the railway company had just as good an opportunity to 
look into the future as the village, and that, ever since 1901, the 
ordinance fares have been collected by the company while the 
fares in other communities for equal or longer rides were lower. 
It contended that the company should be required to take the 
lean years with the fat. : 

The Commission’s answer to that was that if the mainte- 
nance of fares fixed by ordinance causes discrimination against 
interstate commerce, it is within the power of the Commission 
to remove the discrimination by prescribing other and different 
intrastate fares. 





FLOOR-SWEEPING COMPOUND 


The Commission has dismissed No. 11907, Cotto-Waxo Com- 
pany et al. vs. Ann Arbor R. R. Co. et al., opinion No, 7226, 64 
I. C. C. 299-301, holding that rates and ratings on floor sweepins 
compound, from St. Louis to points in official classification ter 
ritory, are not unreasonable or otherwise unlawful. 





RATE ON PEANUT OIL 
A finding of unreasonableness and an award of reparation 
have been made in No. 11808, Marden, Orth & Hastings Co. VS. 
Cc. B. & Q. et al., opinion No. 7239, 64 I. C. C., 426-8, as to a rate 
of $1.24 on peanut oil in tank.cars shipped from Louisville to 
Seattle between February 13 and March 25, 1918. The complain- 
ant desired reparation to the basis of 90 cents on the earlier 
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shipments and $1.10 on the later. The 90-cent rate was that con- 
currently applicable on vegetable oils when the earlier shipments 
moved and the $1.10 the rate that was in effect on vegetable oils 
during the later shipments. The Commission held the rate of 
$1.24 unreasonable because and to the extent that it exceeded 
$1.10 and ordered reparation to that basis. 


RATES ON PETROLEUM 
An order of dismissal has been made in No. 11462, Liberty 
Oil Co., Ltd., vs. Trinity & Brazos Valley et al., opinion No. 
7223, 64 I. C. C. 289-91, holding that rates on crude petroleum 
from Iowa Park, Tex., to New Orleans are not unreasonable 
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TRANSIT CREDITS ON LUMBER 


Examiner John H. Howell, in a tentative report on No. 
12735, Washington Manufacturing Co. vs. Director-General and 
Oregon-Washington Railroad & Navigation Co., has recommended 
dismissal of the complaint on a finding that the failure of de- 
fendants to furnish sufficient equipment for outbound shipments 
from Tacoma, Wash., to enable complainant to use transit credits 
on shipments to that point, of rough lumber from stations in 
Washington, resulting from the great demands upon the carriers 
brought about by the war, did not justify either the granting 
of an additional period for the use of such credits or an award 
of reparation. 

The complainant asked for an additional period of six 
months within which to use transit credits on shipments of 
rough lumber which moved to Tacoma over the lines of the 
Oregon-Washington Railroad & Navigation Company, from Bu- 
coda, Aberdeen, Tenino and Hoquiam, Wash., between October 
30, 1920, and June 30, 1920, on the ground that its failure to 
use such credits during. the six months’ limit prescribed by 
the tariff was due to its inability to secure an adequate supply 
of cars. It also asked that the time-limit rule be amended to 
protect shippers in the future during periods of car shortage. 
The examiner said that at the hearing the complainant explained 
that the date October 30, 1920, was in error and should have 
been October 30, 1919, and that what it desired was a period 
of six months from the date of the order in the case within 
which to use the lapsed credits. After complainant had prac- 
tically completed the case, the examiner said, it sought to amend 
the complaint by substituting for the prayer above set forth a 
claim for reparation in the sum of $2,438.52, which it regarded 
as its direct loss from its inability to use all of its transit credits. 

The Director-General objected to the date October 30, 1920, 
being changed to October 30, 1919, on the ground that it would 
permit the filing of a claim against him long after the expiration 
of the period fixed in the transportation act, and both defend- 
ants objected to consideration of the prayer for reparation, the 
examiner said. 

The record showed, the examiner said, that during that part 
of 1920 prior to the latter part of August a severe car shortage 
existed, and that complainant was unable to secure from the 
Oregon-Washington an adequate car supply, but that thereafter, 
while sufficient cars were available, complainant was unable 
to ship because of a general depression in.the lumber and lum- 
ber products business. 


The examiner cited Armour Grain Co. vs. Director-General, 
57 I. C. C. 398, in support of his finding. In that case, he said, 
the Commission held that the failure of defendants to furnish 
cars for the movement of grain stored in elevators at Chicago, 
resulting from sudden and great demands upon the eastern 
carriers, brought about by the war, could not be regarded as 
a reason why demurrage charges should not be assessed on 
grain shipped to Chicago for unloading at said elevators. 


“The principle involved in the two cases is the same,” said 
he. “In each there was a transit arrangement under which 
movements into and out of a point are regarded as through 
movements from points of origin to points of final destination 
and complainant asked refund of certain charges because of 
failure of defendants to furnish cars promptly for outbound 
movements. In both cases the contention is based upon an 
assumption that the transit arrangements require the carriers 
to furnish, during periods of car shortage, 100 per cent of the 
cars required for traffic on which transit is accorded, to the 
exclusion of other shippers of traffic originating at transit points. 
lf such a contention were sound and constituted a basis for 
reparation, complainant in this case could have secured trans- 
portation to Tacoma of the maximum amount of lumber which 
it was able to purchase, upon basis of the transit charges. The 
existence of the transit arrangement gave complainant no pri- 
ority over, say, a jobber at Tacoma who shipped in and out on 
local rates; in making purchases and sales each was under the 
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and that the complainant had not shown itself to have been 
damaged by any undue prejudice which may have existed. 


CHROME IRON ORE 

The Commission has dismissed No. 11853, C. S. Maltby vs. 
Sumter Valley et al., opinion No. 7225, 64 I. C. C. 297-8, on a 
finding that the rate on chrome ore, from Baker, Ore., to South 
Chicago was applicable to the commodity shipped, and was not 
unreasonable. The complainant contended that the rate on or- 
dinary iron ore should have been assessed on chrome iron ore, 
notwithstanding the notation that the lower rate applies on 
“iron ore only.” 











practical necessity of estimating the probable ability of the 
carriers, in the unusual conditions prevailing, to furnish equip- 
ment under fair rules of distribution.” 


TRACK CHARGES AT MARSEILLES, ILL. 


In a tentative report on No. 12645, Certain-Teed Products 
Corporation vs. C. R. I. & P. et al., Examiner John A. McQuillan 
has proposed that the Commission find that charges collected by 
the Chicago, Ottawa & Peoria Railway from the complainant for 
the latter’s use of a portion of its track at Marseilles, Ill., as a 
private switch track were not unlawful, and that the Commis- 
sion is without jurisdiction to consider the reasonableness of 
such a charge. The complainant alleged that the assessment by 
the Chicago, Ottawa & Peoria of a trackage charge of $1 per car 
in excess of the published rates applicable on traffic from and to 
its plant at Marseilles was unlawful, unreasonable, unjustly dis- 
criminatory and unduly prejudicial. A cease and desist order 
and reparation was asked. 

The Rock Island and the Peoria serve Marseilles, and the 
Peoria owns a branch-line track which ecennects with the Rock 
Island and extends therefrom to and beyond complainant’s plant. 
The distance from complainant’s plant to the tracks of the Rock 
Island is about 2,000 feet, the examiner said. The branch-line 
track was built in 1906 by the Rock Island for the Marseilles 
Land & Water Power Co. under a contract wherein it was agreed 
that the Rock Island would perform service over it and pay or 
cause to be paid the sum of $1 for each loaded car moved from 
or to an industry located thereon, the examiner said. In 1908 an 
agreement was entered into between the Manufacturers Ter- 
minal Railway Co., the then owner of the track, and the General 
Felt & Paper Co., predecessors of complainant, wherein it was 
provided that the General Felt & Paper Co., or its assigns, would 
pay $1 for every loaded car moved to or from its pliant. Title 
to the track was conveyed to the Peoria in 1910. The complain- 
ant and two other industries are paying the charge of $1 per car. 
The examiner said there was no provision in any tariff for the 
assessment of the charge. 

The examiner said that on the portion of the track between 
complainant’s property and the right-of-way of the Rock Island 
the Peoria performs no movement of traffic. The Rock Island 
provides the motive power for moving traffic from and to indus- 
iries on this track, he said. The complainant contended that the 
assessment of the charge was unlawful under section 6, and that 
it was the duty of the Rock Island to furnish this track as a 
facility used by it in transporting traffic to and from complain- 
ant’s plant, to which it publishes through rates. 


“It cannot be said that the status of the Peoria in respect 
to this track is that of a common carrier,’ said the examiner, 
“as it is not rendering any service or doing anything in connec- 
tion with the actual carriage of property, but simply furnishes 
a track to shippers. The fact that the Peoria is a common-carrier 
corporation subject to the act generally, does not operate as a 
bar to its engaging in lawful business activities other than com- 
mon carriage. charges in connection with which do not have to 
be, nor lawfully can be, the subject of tariff publication.” 

The examiner also said that the contention that the track in 
question was a facility which the Rock Island has to have to 
reach complainant’s plant to which it publishes rates, which it 
is the duty of that carrier to furnish, was equally untenable. He 
said there was no duty on the part of a common carrier subject 
to the act to run tracks off its lands to effect connection with 
an industry. 

“Tf an industry desires connection with a trunk line, the 
duty devolves upon it to make arrangements for the procuring 
of a spur,” said he. 

In the instant case, he said, complainant’s predecessor and 
concerns similarly located did not construct their own switch 
tracks out to the Rock Island’s right-of-way, but elected to enter 
into an agreement with a third party for the privilege of being 
served by a then existing track, to which arrangements com- 
plainant has succeeded. 
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“In so far as the amount of consideration that complainant 
pays for the advantage it gets from this track is concerned, it 
is a matter of private contract, the reasonableness of which the 
Commission under section 1 has no jurisdiction to review,” the 
examiner said. 





RATES ON PAPER 


A whole gospel for the proper grouping of the products of 
paper mills in the Fox River group in Wisconsin, together with 
rates from that group to Chicago to Mississippi and Missouri 
River cities, and points in Illinois, the Mississippi valley, south- 
western states and Western Trunk Line territory, has been 
recommended by Attorney-Examiner Arthur R. Mackley and 
Examiner W. H. Wagner in a report on No. 11950, Minnesota 
and Ontario Paper Co. et al. vs. Northern Pacific et al. The 
report also embraces No. 11981, Lake Superior Paper Co. et al. 
vs. Ahnapee & Western et al.; No. 12108, Wisconsin Traffic Asso- 
ciation vs. Chicago & Northwestern et al.; No. 11836, Wichita 
Board of Commerce et al. vs. Director-General et al.; No. 11846, 
Oklahoma Publishing Co. vs, Director-General et al.; No. 11846, 
Sub. No. 1, Times Publishing Co. vs. Director-General, and No. 
11864, Oklahoma Paper Co. et al. vs. Director-General et al. 

In addition to the grouping and rates hereinbefore men- 
tioned the two examiners recommended the prescription of rates 
from International Falls, Minn., and Sault Ste. Marie, Mich., to the 
same destinations on the basis of the differentials prescribed in 
Lake Superior Paper Co. vs. Director-General, 61 I. C. C., 709; 
oe Fr. c. ©, a 

In disposing of the cases bracketed together the examiners 
recommended rates from some of the points named and from 
certain points in Indiana, Illinois, Missouri and Kansas to Okla- 
homa City and Okmulgee, Okla., and Wichita, Kan., by using the 
yardstick suggested by them and said that reparation should 
be made to the basis of the rates so ascertained. Probably the 
most striking thing about the report is the fact that Mackley 
and Wagner have recommended three groups for the classifica- 
tion of paper mill products and the use of the rate on news- 
print as 100 per cent, the rates on other groups to be made cer- 
tain percentages of that base rate. Their recommendation is 
that the rates on printing paper be made 112.5 per cent of the 
base rate and rates on writing paper other than folded be made 
135 per cent of the base rates. The three groups are to embrace 
the following products: 


1. Newsprint, wall paper, blank, unfinished. 
2. Printing, other than newsprint. 

Wrapping, other than cloth-lined, oiled, waxed, grease-proof, 

paraffinned or rosin-glazed. 

Wrappers. 

Bags. 

Bags, printed. 

Blotting. 

Cardboard. 

Document manilla. 

Boxes or cartons, pulpboard or strawboard, plain or corrugated, 

y <& 

Linings, ice cream can. 

Boxes, k. d. 

Binder board. 

3. Writing, other than folded. 

Toilet. 

Toweling. 

Towels. 

Napkins. 

Paper and paper articles, in boxes, bundles, crates or rolls, viz.: 

Wrapping, oiled, cloth-lined, paraffinned, waxed, rosin-glazed 
or grease-proof. 

Paper tablets, not printed. 

Wrappers, printed, exclusive of labels. 

Bottle wrappers, plain, corruglated or indented. 

Order blanks, printed. 

Minimum carload weights: 

Newsprint, 48,000 pounds; printing, 40,600 pounds; wrapping, 
40,000 pounds; writing, 36,000 pounds; paper toweling, paper towels, 
paper napkins and toilet paper, 24,000 pounds, subject to rule 34, West- 
ern Classification. 

Mixed carloads of above: The highest rate on any article in the 
car, also the highest minimum weight on any article in the car, shall 
apply on the entire mixed carload. 


Mackley and Wagner said the record did not demonstrate 
that the rates on paper as a whole were either too high or too 
low, though some of them, particularly to points on the Mis- 
souri River, were too high, and others, affected by local influ- 
ences were too low. They said there should be a general realign- 
ment more in accord with distance and on a basis, as nearly as 
might be, not materially to increase or decrease aggregate rev- 
enues, though providing for rates on newsprint lower than on 
printing paper and lower on printing paper than on writing 
paper. They said it might be safely said that all parties to the 
record realized the necessity for a realignment on a more con- 
sistent basis. Their specific recommendations are: 

On newsprint paper from the Fox River group to the follow- 
ing typical destinations: Chicago, 16 cents instead of 17; Pe- 
oria, 23 instead of 25.5; Cairo, 35 instead of 32.5; Davenport, 21, 
unchanged; Cedar Rapids, 24 instead of 25.5; Omaha, 34, as at 
present; Lincoln, 39 instead of 38.5: Norfolk, Neb., 43 instead of 
62.5; Hastings, Neb., 50 instead of 69.5; St. Louis, 27, as at 
present; Kansas City, 34, as at present; Topeka, 41 instead of 
42.5; Salina and Wichita, 51 instead of 67.5; Denver, 75 instead 
of 90; Tulsa, 58 instead of 76.5; Muskogee, 58 instead of 57.5; 
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Okmulgee, 60 instead of 76.5; Oklahoma City, 63 instead of 
76.5; Memphis, 45 instead of 42.5; Little Rock, 54 instead of 67.5; 
New Orleans, 60 instead of 53.5; Jackson, Miss., 54 instead of 
67.5; Alexandria, La., 60 instead of 83; Texas common points, 85 
instead of 117; Galveston, 85 instead of 149; El Paso, 105 instead 
of 135.5; Sioux Falls, 34 instead of 36; Pierre, S. D., 50 instead of 
84.5: Grand Forbes, 48 instead of 65.5; Milwaukee, 14 instead of 
13; Mason City, 24 instead of 25.5; Des Moines, 28 instead of 29; 
Sioux City, 34, as at present; Moberly, 27 instead of 29.5; Jop- 
lin, 51 instead of 52.5; Duluth, 25 instead of 27.5; St. Paul, over 
the 293 mile route, 20 instead of 21, and over the 204 mile route 
16 instead of 17, and Albert Lea, Minn., 22 instead of 24.5. 

The examiners said that in no case should the class rates be 
exceeded and that carriers should be directed to realign their 
rates to other points in a fair relationship to those shown. 

The meager showing made in respect of rates on wrapping 
paper and paper bags from Orange, Texas, attacked in No. 12108, 
the examiners said, did not warrant a change in those rates. 
The examiners said the foregoing disposed in substance of sev- 
eral other complaints previously heard, namely, No. 11836, in- 
volving the reasonableness and relationship of rates on news- 
print paper from points in Minnesota and Wisconsin, Alexandria, 
Ind., and St. Louis to Wichita; No. 11846 and its sub. number in- 
volving the reasonableness and relationship of rates on news- 
print paper from the origin points named in No. 11836, and from 
Gross, Manistique and Munising, Mich., Sturgeon Falls, Ont., and 
points basing thereon to Oklahoma City and Okmulgee, Okla., 
and No. 11864, involving the reasonableness and relationship of 
rates on various kinds of paper and paper articles from points 
in Minnesota, Illinois, Michigan, Ohio, Kansas, Wisconsin, and 
joints basing thereon, to Oklahoma City. 

On newsprint paper rates from Gross and Manistique, now 
in the northern Wisconsin group, to Oklahoma City, the exam- 
iners said, should be included in that group also to Okmulgee; 
to Oklahoma City and Okmulgee the rates to Munising, they 
said, should be the same as from International Falls to those 
points and to Wichita the rates from Chicago should continue 
on the Fox River basis; to Oklahoma City and Okmulgee, St. 
Louis should be continued on fixed differentials under Chicago; 
and to Wichita the rates from St. Louis should not be higher 
than the rates from Okmulgee to St. Louis. As the rate on 
newsprint paper from the following points of origin was not an 
issue in these cases and could not, therefore, be established as 
the base rate the examiners said the rate on other paper should 
be specifically revised as follows: 

To Oklahoma City the rate of 76.5 cents on wrapping paper 
from Kansas City should be 48 cents, and the rate of 77.5 cents 
on toilet paper and paper towels should be 54 cents; the rate of 
61 cents on strawboard from Hutchinson, Kan., should be 3 
cents; the rate of 81 cents on paper tablets from St. Joseph 
should be 66 cents, and from the points of origin embraced in 
No. 11846 the rates on building and roofing paper should be 95 
per cent of the rate on newsprint paper. The examiners said 
that to Oklahoma City and Okmulgee the rates from Sturgeon 
Falls and Alexandria, which base on Chicago and St. Louis, 
would be automatically revised by the revision of the base rates 
from Chicago and St. Louis. The same was true, they said, of 
the rates, from Alexandria to Wichita. They also said the par- 
ties in No. 11846 agreed that boxes, k. d., and binder board should 


be classed with wrapping paper, hence their classification of 
those products. 








SECOND-HAND IRON AND STEEL ARTICLES 


Dismissal of the complaint in No. 12875, Southern Carbon 
Co. vs. Missouri Pacific et al., has been recommended by Exam- 
iner P. F. Gault on a proposed finding that class rates on second- 
hand iron and steel articles, in straight and mixed carloads, from 
Coalton, Okla., to Swartz, La., were and are not unreasonable. 
On three carloads charges were collected at the through class A 
rate of $1.12 and on six carloads charges were collected at the 
through fifth class rate of $1.04. The complainant suggested for 
the future and sought reparation on the basis of a commodity 
rate of 50.5 cents, applying on certain iron and steel articles 
from St. Louis and Kansas City. The examiner said there was 
no evidence introduced tending to show that the class rates, as 
such, were unreasonable. 





RATES ON EMPTY WOODEN CRATES 

Examiner H. J. Wagner, in a tentative report on No. 12569, 
Chevrolet Motor Company of Michigan vs. Director-General, as 
agent, Santa Fe, et al., has proposed that the Commission 
award reparation on a finding that rates applicable on empty 
wooden crates, k.d., in carloads, from Oakland, Cal., Fort Worth, 
Tex., and St. Louis, Mo., to Flint, Mich., were and will be un- 
reasonable to the extent that they exceeded or exceed the lumber 
rates contemporaneously in effect between the same points. 





RATE ON RECONSIGNED CEMENT 


An award of reparation has been recommended by Examiner 
John A. McQuillan in No. 12617, Cape Girardeau Portland Cement 
Co. vs. Director-General, as agent, St. Louis Southwestern, et al., 
on a holding that a combination rate of 57.5 cents per 100 pounds 
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on a carload of cement from Cape Girardeau, Mo., to Fisher, 
Ark., and reconsigned to Little Rock, Ark., shipped in Novem- 
per, 1919, was unreasonable to the extent that it exceeded 32 
cents. He also recommended that the Commission hold that 
demurrage and reconsignment charges collected on the ship- 
ment were not unreasonable. The examiner found an over- 
charge of $2 on demurrage and recommended refund thereof. 


RATES ON COAL TO CLAY CITY, WASH. 


An award of reparation has been recommended by Examiner 
Leo J. Flynn, in a tentative report on No. 12498, Far West Clay 
Co. vs. Director-General, as agent, Chicago, Milwaukee & St. 
Paul, et al. He proposed that the Commission hold that the ap- 
plicable rates on coal shipped during the period of federal control 
from Burnett, Durham, Kanaskat and Morristown, Wash., to Clay 
City, Wash., were unreasonable to the extent that they exceeded 
$1.60 per net ton. There were 55 carloads involved. A rate of 
$1.90 was assessed on 10 shipments and a rate of $1.60 on the 
remainder. 


RATES ON GAS AND FUEL OIL 

A finding that the rates applicable on gas oil and fuel oil 
from Independence, Kan., Ponca City, Cushing, Okmulgee and 
Oklahoma City, Okla., to Fremont, Neb., were unreasonable and 
unduly prejudicial, to the extent that they exceeded 19.5 cents 
from Independence, 22.5 cents from Ponca .City, Cushing and 
Okmulgee, and 24.5 cents from Oklahoma City, has been recom- 
mended by Examiner F. E. Early, in a tentative report on No. 
12360, Empire Refineries, Inc., et al., vs. Director-General, as 
agent, Missouri Pacific, et al. For the future the examiner sug- 
gested the rates above quoted plus the increases authorized in 
Ex Parte No. 74. He recommended reparation to the basis of the 
rates found reasonable. 





CLASSIFICATION OF SCRAP RUBBER 

Examiner H. J. Wagner, in a tentative report on No. 12620, 
National Association of Waste Dealers et al. vs. Ann Arbor 
et al., has recommended sixth class, instead of fifth, on scrap 
rubber in Official Classification territory. The examiner, on ac- 
count of the heavy movement of scrap rubber since the coming 
of the bicycle and the automobile, is of the opinion that the 
dealers in waste and scrap rubber are entitled to a better rating 
than was established in 1887, when the reclamation of rubber 
produced tonnage for the railroads so small that it could not 
be compared with the present tonnage. He quoted facts put 
into the record by the complaining association to show that the 
earnings on sixth class would be good. Other waste materials, 
comparable in value, he pointed out, have been given sixth 
class and therefore he thinks as much should be done for the 
dealers in scrap and used rubber. 


SUGAR TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


At the request of southern railroads, southern refiners and 
the American Sugar Refining Company, which has a refinery at 
New Orleans, as well as refineries on the Atlantic seaboard, the 
Commission, in I. and S. No. 1448, suspended the tariffs filed by 
Curlett, in which the railroads serving Atlantic coast refineries 
undertook to reduce rates on refined sugar from the Atlantic 
seaboard to Chicago and Cincinnati by three cents per 100 pounds 
and 3.5 cents per 100 to St. Louis. 

These are the tariffs filed in accordance with the promise of 
the eastern lines, made at a hearing in New York early in No- 
vember, to put New York on a parity with New Orleans to 
Chicago, by reducing the New York to Chicago rate from 63 to 
60 cents. 

At the time announcement was made, the Illinois Central 
and other lines serving New Orleans were expected to make a 
similar cut, thus preserving the advantage the gulf refiners are 
supposed to have in Chicago markets. But they never performed 
in accord with the understanding of what they would undertake 
to do just as soon as the eastern lines cut off three cents. 

The tariffs in question, effective on various days between 
December 1 and 5, were suspended until March 31. 


LEAVENWORTH & TOPEKA BONDS 

The Commission has granted authority to the Leavenworth 
& Topeka Railroad Co., which operates a line of railroad be- 
tween Leavenworth and Meriden Junction, Kan., and also the 
principal railway terminals in Leavenworth, to issue $52,175 of 
common capital stock to the Leavenworth & Topeka Aid Benefit 
Districts of Leavenworth and Jefferson counties, Kansas, in 
exchange for a like amount of aid bonds issued by those dis- 
tricts to assist the carrier in the construction, operation and 
maintenance of its property. The company was organized in 
1918, and for many years prior thereto, according to the Com- 
mission’s report, the property had been operated by other com- 
panies at annual losses ranging from $25,000 to $40,000. The 
Commission said the acceptance of the aid bonds seemed to 
offer the only practical means of saving the road and insuring 
Its continued operation. 
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SENATE COMMITTEE HEARINGS 


The Trafic World Washington Bureau 


That it would be detrimental to limit the powers of the 
Interstate Commerce Commission to such an extent as to per- 
mit any authority to put into effect rates or conditions of service 
that would place a burden on interstate commerce was the 
opinion expressed by Bird M. Robinson, president of the Amer- 
ican Short Line Railroad Association, before the Senate commit- 
tee on interstate commerce, November 28. 

“T feel that nothing should be done to deprive the Interstate 
Commerce Commission, as the agency of Congress, to control 
that transportation unit to the extent that it may be necessary 
to insure the most economical and most efficient transportation 
that is obtainable, and therefore I do not believe that it would 
be wise to limit the Commission in the manner proposed,” said 
he.” I feel that if it is done, it will result in retarding, to a 
greater or less extent, the full*development of the transporta- 
tion system of the country.” 

Mr. Robinson then took up the request of the state com- 
missions that section 15-a be repealed and that paragraph 20 of 
section 1 of the act be so amended as to require the approval 
of the state authorities before a certificate of abandonment issued 
by the Commission shall become effective. He said the state 
commissions had not justified the repeal of the rate-making sec- 
tion. 

“Nor do they justify the abandonment of the only plan 
which can be successfully used in this country as a basis fer 
rates if all parts of our transportation system are to continue 
to function and give to the public that efficient service which 
they demand and are entitled to receive,” said he. “That result 
can not be successfully accomplished except under the group 
plan. 

“As a fundamental proposition, I assert that rates must be 
sufficient to pay the carriers the cost of producing the transpor- 
tation and that cost must include a fair return on the value of 
the property held and used for public service. 

“The decisions of the courts and the interstate commerce 
act necessarily make the cost of producing transportation the 
basis of rates and divisions, and this is the only basis upon 
which a successful transportation system can be maintained and 
operated. In ascertaining such cost, the government, represent- 
ing the public, has the right to investigate, and govern to a great 
extent, the various elements that constitute that cost.” 

The group plan of making rates, as provided in section 15-a, 
Mr. Robinson said, is the only one under which the Commission 
can and will meet the demands of the present situation con- 
fronting the railroads. 

“Tt is based upon the fundamental principle that all of the 
roads rendering a real public service are a part of the trans- 
portation system; and that the roads shall receive just com- 
pensation for the services that they render,” said he. “That sec- 
tion provides a measure by which the Commission can divide 
the total freight revenue between the various participating roads, 
in such a way as to give to each that portion which is due them, 
and thus insure justice to, and a continuation of, the short and 
weak roads which serve a real public service.” 

Mr. Robinson took up the phase “worthless roads” used in 
the resolution adopted by the state commissions at Atlanta, ask- 
ing Congress to repeal section 15-a. He said statements of that 
kind were wholly unjustified and that he could describe a very 
large per cent of the 800 short lines of the country and show 
that very few, if any, failed to render a real public service, and 
that it was unfair to characterize them as worthless. 

“And it is detrimental to the public welfare to exclude them 
from being considered and properly recognized in any construc- 
tive plan for rehabilitating the railroads, and permitting them 
to have the constitutional right of receiving just compensation 
for the value of their service,’ said he. 

Referring to motor truck competition, Mr. Robinson said 
motor trucks were rapidly invading the transportation field and 
were duplicating the service rendered by the railroads, “under 
conditions that are most unfair and unjust and are imposing a 
substantial burden upon the public.” He said some states had 
given their railroad commissions authority to regulate motor 
trucks but that in most of such states the commissions utterly 
failed to prevent the duplication of service and did not require 
them to compete upon a fair basis. 

Taking up the question of abandonment of roads and the 
proposed amendment of the state commissions with respect there- 
to, Mr. Robinson said that he found it difficult to avoid the con- 
clusion that the request of the state commissions was directly 
in conflict with their request that section 15-a be repealed be- 
cause, according to their contention that section forces the in- 
clusion of worthless railroads under the group plan. 

“If their request is granted and the power of the Commission 
to issue certificates of convenience and necessity is limited,” 
said he, “it will have the effect of forcing the Commission to 
retain within the system and to make provisions for the ob- 
jectionable class of roads in some of the states.” 

The proposal of the state commissions would completely 
nullify the legal authority the Commission now has, he said. 

“If the present law is permitted to continue the Commission 
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can, and it is its duty to, issue a certificate permitting the 
abandonment of the property and thereby remove from it the 
right to make any legal or equitable claim to have its value 
included for rate making purposes, or to participate in the 
revenue derived from transportation.” 


Mr. Robinson expressed the belief that the eventual con- 
solidation of the railroads into a limited number of systems 
must be accomplished. 


ASSIGNMENT OF CLAIMS 


The Traffic World Washington Bureau 


The Railroad Administration recently has been suggesting 
that claims arising during federal control could not be trans- 
ferred, by assignment or otherwise, because of the prohibition, 
contained in section 3477, Revised Statutes, against the assign- 
ment of claims against the government, except after allowance 
of the claim and the issuance of the warrant to pay it. If that 
statute were construed in the way suggested by the Railroad 
Administration it would bar claims that passed from one cor- 
poration to another, when one corporation was merged with an- 
other, and create an additional hurdle to be taken by claimants 
trying to recover money illegally had by the Railroad Administra- 
tion during federal control. 

The statute was cited by the Railroad Administration as a 
bar to the relief sought in No. 13149, Pennsylvania Power & 
Light Co. vs. John Barton Payne, Lehigh & New England. The 
complainant, through merger and consolidation under the laws 
of Pennsylvania, became the owner of the property of the Le- 
high Valley Light & Power Company and the Lehigh Navigation 
Electric Company. John F. Finerty moved the Commission to 
dismiss that complaint on the ground that it appeared on the 
face that the complainant was an assignee of the shipper, and 
that the complaint was a duplication of No. 11192, filed by the 
same company. 

In a brief in opposition to the motion to dismiss, Francis B. 
James, counsel for the complainant, said that undoubtedly Mr. 
Finerty sought to interpose that bar on account of the decision 
by the court of claims in Seaboard Air Line vs. United States, 
53 Court of Claims Reports 107, in which that tribunal said that 
where two corporations enter into an agreement to merge and 
consolidate into a new corporation, “the transaction in legal 
contemplation is similar to a purchase by the new corporation 
of the railroads and properties of the two former companies, 
so far as the right to collect the debts or claims of the former 
companies is concerned, and the new company cannot sue for 
such claims, in view of section 3477 Revised Statutes, forbidding 
assignment of claims against the United States.” 

As to the value of that court of claims decision, Mr. James 
said: 

“Mr. John F. Finerty, counsel for the Director-General of 
Railroads, was undoubtedly unaware of the fact in preparing 
and filing his motion to dismiss, that the decision by the Court 
of Claims in the foregoing case was overruled by the Supreme 
Court of the United States in the same case under the title of 
Seaboard Air Line Railway vs. United States, decided June 6, 
1921 (unofficially reported in No. 17, Volume 41, Supreme Court 
Reporter, West Publishing Company, issued July 1, 1921, and 
found at page 611), the syllabus of which is as follows: 


The provision of Rev. St. Section 3477 (Comp. St. Sec. 6383), that 
transfers of a claim against the United States shall be void, unless 
made with prescribed formalities after the allowance of the claim and 
the issuance of a warrant, does not prevent the allowance of a claim 
originally payable to a railroad company the right to which had vested 


in another corporation formed by the merger of that company and 
another under the provisions of Civ. Code Ga. 1895, Sec. 2173, and 
Gen. St. Fla. 1906, Sec. 2812, since Congress intended merely to pre- 


vent evils resulting from trafficking in claims, and not to discourage 
or hinder the proper merger of corporations as authorized by the 
states.” : 


As to the charge of duplication, the second ground for dis- 
missal set forth by the Railroad Administration, Mr. James said, 
one was for reparation in that part of government control prior 


to June 25, 1918, and the other for reparation on shipments in 
the period of federal control, after that day. 


MOTOR TRUCK TRANSPORTATION 





In his new book, Motor Truck Transportation, F. Van Z. 
Lane, C. E., lecturer on motor truck transportation, New York 


University, recommends the adoption of the motor truck as a 
useful adjunct by the railroads. He points out that the only 
business the trucks can take from the railroads in transportation 
competition is the short-haul service which, he asserts, costs 
ithe railroads more than it returns. 

Mr. Lane’s book is a practical presentation of the principles 
of truck operating costs, operating efficiency, loading and un- 


loading devices, trailers, maintenance and other factors that 
determine the economical operating of motor trucks. The book 
is free from intricate diagrams, charts and tables. Photographs 


are used for illustration. The author does not attempt to discuss 
truck design and manufacture. He accepts the motor truck as 
a demonstrated mechanical device and considers the things a 
knowledge of which will lead to intelligent use of the truck. 
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CUMMINS INVESTIGATION 
The Trafic World Washington Bureau 


Senators Cummins, LaFollette, and Poindexter, of the Senate 
interstate commerce committee, listened November 25 to Frank 
J. Warne, consulting economist for the railroad brotherhoods, 
give his views as to what is wrong with the reports of the car- 
riers on earnings. The witness continued to read the statement 
he began before the committee October 14. 

Discussing maintenance expenditures, Mr. Warne said thai 
earnings that go into maintenance expenditures have the effect 
of concealing the total return on the capital investment. 

“If these expenditures are larger in one year than in 
another,” said he, “thus causing a lower operating income, a 
decrease in the rate of return is shown by applying the income 
to the property investment when the real facts show no decrease 
in return.” 

Referring to the effect of income on depreciation charges, 
the witness said that under the system of depreciation charges 
established by the Commission it was left to each individuai 
earrier to fix its own rate of depreciation. 

“In consequence,” said he, “there is in operation today on 
American railroads the most hodge-podge charges for deprecia- 
tion of which it would be possible to conceive.” 

The result, he declared, is that the accounts of the carriers 
are rendered practically worthless. 

Senator Cummins remarked that if money for maintenance 
were properly spent, then the railroads had to get it from some 
source and that if it were obtained from new capital, there would 
be a charge on the public to meet the cost of the capital. 

Mr. Warne said he was not criticizing the use of income on 
maintenance but rather that because there was no standard of 
maintenance, the rate of return on railroad property in one year 
could not be gauged in relation to previous years and he criti- 
cized the railroads for making such a comparison. He also 
said the separation of maintenance expenditures made by the 
railroads in the early part of the Cummins’ investigation was 
erroneous. 

Senator LaFollette, at the session of the committee Novei- 
ber 26—the ‘‘committee” present being Chairman Cummins and 
the senator from Wisconsin—read a letter he had written some 
time ago to the chairman requesting that the railroads be re- 
quired to submit detailed information as to salaries paid officers 
and publicity agents. He said he had examined the record care- 
fully and had not found the information requested which he said 
was important because of the propaganda carried on by the rail- 
roads to form public opinion. The chairman said the matter 
had been referred to Mr. Thom, general counsel of the Associa- 
tion of Railway Executives. 

Mr. Warne continued reading his analysis of railroad statis- 
tics. He said that in the six months’ guarantee period following 
federal control, ‘the pressure heretofore exerted on operating 
officials by federal control and prior thereto by the necessity 
private management was under to regulate expenditures by 
revenues was almost entirely removed.” 

“Operating expenses, and in particular maintenance and pur- 
chases of materials and supplies, simply ran riot,” he said, “wiith- 
out check and seemingly with the purpose as many have charged, 
of discrediting for the future any form of government control 
or ownership of the railroads of the country. In face of the 
rising tide of discussion the past decade and more as to the ad- 
visibility, from the point of view of the public welfare, of gov- 
ernment ownership, I am one of those who believe that efforts 
were put forth to discredit even the limited form of government 
control that was exercised in 1918, 1919, and two months of 1920. 
And I further believe that this psychology and these efforts ex- 
plain in large part the unprecedented situation which the net 
revenues of the railroads disclose in 1920. 

“The very first month federal control ended but the guaran- 
tee continued, total maintenance expenses began to move up- 
ward, increasing each month and culminating in the striking 
jump in August to nearly $320,000,000—an increase from $185.- 
600,000 and amounting to $135,000,000, or 73 per cent. This 
amount drops to $229,000,000—a decrease of 39 per cent—the 
very first month the government guarantee is withdrawn and 
private operation continues without the guarantee. By the end 
of the following six months total maintenance expenditures ar? 
back on identically the same basis practically as at the beginning 
of the last year of federal control, there being a difference of 
only $5,875,00 between total maintenance in February, 1921, and 
in March, 1919, notwithstanding the higher wage scale award of 
July, 1920, continuing in effect.” 

In the early part of the Cummins’ investigation when the 
railroads were presenting testimony, Senator Cummins directed 
attention to the charges of railroad labor that the expenditures 
for maintenance in the guarantee period were extraordinary and 
made for the purpose of getting a larger guarantee from the gov- 
ernment than they otherwise would have received. He pointed 
out that Congress had guarded against such a possibility by writ- 
ing the following into the guarantee section: 

“There shall not be included in operating expenses for main- 
tenance of way and structures, or for maintenance of equipment, 
more than an amount fixed by the Commission. In fixing suci 
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amount the Commission shall so far as practicable apply the rule 
set forth in the proviso in paragraph (a) of section 5 of the 
‘standard contract’ between the United States and the car- 
POs. 4. we 

The paragraph in the standard contract referred to is that 
providing that the maintenance expenditures during the test 
period were to be taken as the basic measure of such expendi- 
tures in the period of federal control. 

“The conclusion is unavoidable,’ said Mr. Warne, ‘that im- 
mediately upon the return of the railroads to their owners, but 
while still assured of the government guarantee of the standard 
return for six months of operation, they began extraordinary ex- 
penditures in order to put their way and structures and their 
equipment in the very highest state of efficiency at the expense, 
if possible, of the United States Government.” 

“Statistical fallacies’ were referred to by Mr. Warne in re- 
viewing “the experience of the four brotherhoods with alleged 
wage statistics presented by the railroads before federal boards 
of arbitration in wage controversies since 1910.” One of these 
he claimed to be the inclusion in wage statistics presented by 
railway witnesses of salaries paid general and division officers. 
In 1920, he said, these numbered approximately 22.000 and their 
total annual salaries exceeded $92,000,000 or more than $39,000,- 
000 than in 1916, while the total number of general and division 
officers had increased in those five years less than 5,000. He 
said this “very large increase in salaries of officials had been 
included as a part of the total wage increase to employes in 
statistics presented before the committee by witnesses for the 
railroads.” The effect, he said, was to show an increase in an- 
nual wages paid to the extent of $39,000,000 greater than had 
actually been paid. 

“In no economic sense are these high salaries a part of tne 
railway wage-labor problem,” said he, adding that the railroads 
had included them, however, in their “propaganda” to get wages 
reduced. He said these “statistical fallacies” tended to mislead 
ihe publie as to the actual “low money wage being paid to most 
railway employes.” 

Mr. Warne charged that the representatives of the railroads 
had exaggerated and over-emphasized “the part alleged wage in- 
creases have played in their effects upon operating revenues.” 

“An increase in traffic,” he said, “is practically always ac- 
companied by an increase in the total amount of compensation 
paid employes. This is the most natural thing in the world to 
expect, because increasing business requires a larger number of 
employes to handle it expeditiously. 

“During 1920 the railroads of the country handled a greater 
volume of traffic than in any preceding year of their history. 
New high records for handling and moving freight were in con- 
sequence established. In 1916, the best operating year in the 
history of the railroads to that time, the roads had broken all 
previous records as to volume of freight handled. This high 
record was shattered in 1917, the year preceding federal control. 
The 1917 record was in turn beaten in 1918. Somewhat the same 
record is shown as to increased passenger traffic during this 
period, the normal amount of travel being augmented in 1917, 
1918, and 1919 by heavy movements of troops to and from can- 
tonments and to and from interior points and Atlantic seaports. 
These huge increases in volume of traffic were responsible to a 
greater degree for increases in total compensation than were any 
actual increases in wages. 

“This condition was a direct consequence of increasing 
density of traffic necessitating the purchase by the railroads of 
a very large additional quantity of labor; in other words, the 
employment of a larger number of men to handle the increased 
business. This increased traffic could not have been taken care 
of without the expenditure of a larger sum of money in com- 
pensation, not as increasing wages but as wages to an increased 
number of men. 

“Such a condition is one that any industry heartily welcomes 
at any time. While the wages paid the additional employes go 
to increase total compensation, which latter increases total 
operating expenses, at the same time the resulting increase in 
operating revenues is so much greater as to give a clear gain 
in revenue of operation. In consequence, the increases in total 
compensation because of the employment of larger numbers of 
workers should not have been confused in the public mind with 
increases in wages, as has been done by witnesses and propa- 
gandists for the railroads.” 

Referring to testimony given before the committee previously 
by Julius Kruttschnitt, chairman of the Southern Pacific, relating 
lo wage increases, Mr. Warne said: 

“Of the annual increases in wages since 1916 to which Mr. 
Kruttschnitt calls attention, it is found that appreciable propor- 
tions each year represent not increases in wages at all but the 
employment of larger numbers of men to handle the increases 
in traffic. Failure to take into consideration these increases in 
the number of employes on the railroads has exactly the same 
fallacious effect as would result from attributing to wage in- 
creases the difference between $1,000,000 paid one year to 1,009 
employes of any factory or industry and $2,000,000 paid the fol- 

lowing year to 2,000 workers. While there is an increase in 
such an instance of $1,000,000 in the amount paid to labor there 
has been no increase in wages. This is so plain as not to require 
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attention being called to it were it not that most of the railway 
representatives appearing before this committee as witnesses on 
the subject have not only ignored this vital fact but have ap- 
parently aimed to conceal it. At least they have in no case given 
to it the emphasis it deserves.” 

After President Robinson of the American Short Line Rail- 
road Association had completed his statement November 28, 
the Senate interstate commerce committee resumed the Cum- 
mins investigation with Mr. Warne as the witness. 

Continuing his analysis of wage statistics, Mr. Warne charged 
that the railroads, in presenting their case to. the committee, 
had inflated their wage increase in 1920 by more than $1,250,- 
000,000, or nearly 34 per cent of the total compensation. This 
infiation, he contended, was accomplished by the inclusion of 
the following items: 

1, Annual salaries of general and division officers exceeding in 
amount $92,000,000 in 1920, and representing an increase of more than 
$39,000,000 over 1916. 

2. Compensation to employes engaged in new construction work, 
which properly should be charged to capital account and not to 
operating expenses, and which in 1920 is estimated at $370,000,000. 

3. Compensation to employes of affiliated and owned companies 
other than transportation. 

1. Additional compensation accompanying the employment of 
larger numbers of employes in consequence of increases in volume 
of traffic. In 1920 over 1915 the number of employes increased more 
than 694,000, representing an increase in total compensation in excess 
of $550,000,000, not a penny of which was increases in wages. 

5. Total overtime payments and increases in overtime which 
economically are not wage increases, but represent the purchase at a 
higher rate of more man hours, somewhat similar to their effects 
upon total compensation as is the employment of a larger number 
of workers. In 1920 there was an extraordinary amount of overtime, 
representing as much as $275,000,000 of total compensation. 

6. Total compensation of $32,000,000 paid by 98 railroads, repre- 
senting mileage in excess of 6,500 miles, which became Class 1 roads 
in 1920 through their increased operating revenues exceeding $1,000,- 
000, are included in the railroad witnesses’ figures for 1920 and not 
for earlier years. : 

; 7. Compensation to employes of ‘‘merged’’ or consolidated roads 
in 1920 which was not included in previous years. 

8. Increased compensation resulting from the employment in the 
later years of increased traffic of larger numbers of the more skilled 
employes in relation to lower paid unskilled workers. 

9. Retroactive wage awards included in 1920 operating expenses, 
which more correctly are charges against the expenses of preceding 
years. 

_ 10. Compensation to employes of the United States Railroad Ad- 
ministration who returned in 1920 to their former positions with the 
railway corporations. 

__ 11. Total wages in 1920 to employes in traffic, publicity, adver- 
tising, legal and industrial departments whose activities were discon- 
tinued during federal control. 

Mr. Warne said that notwithstanding the increase in wages 
made by the Labor Board in 1920, the increase in gross revenues 
following the award was so much greater in amount than the 
total of the wage increase that the railroads of the country 
had an average of $50,000,000 a month more after the award 
than before it was made. He declared further that the revenues 
of the railroads “over a period of years, averaging the so-called 
lean years with the good years, are amply sufficient to pay 
the standard of wages prevailing prior to the 1921 reduction by 
the United States Railroad Labor Board, to meet all other 
legitimate expenses of operation, and at the same time to have 
a net income sufficient to pay a handsome return upon all the 
capital that is actually invested in the transportation industry.” 

An analysis of the effect of purchases of materials and sup- 
plies by the railroads upon their operating revenues was sub- 
mitted to the committee November 29 by Mr. Warne. Senators 
LaFollette and Poindexter were present. 

“In 1920, comprising two months of federal control and six 
months of private operation under the government guarantee,’ 
Warne said, “the fuel bill alone of the Class I railways, exclusive 
of switching and terminal companies, was $672,891,964. They 
charged to their operating expenses $145,252,339 for retirements 
and depreciation and $1,063,769,900 for materials, supplies and 
ruiscellaneous. If it is assumed that one-half of their capital 
expenditures were made for materials, then on the basis of the 
total capital expenditures in 1920 the outlay for materials charge- 
able to capital account was over $285,000,000. This makes a 
total for the Class I railways, exclusive of switching and ter- 
minal companies, of approximately $2,167,000,000, which was 
spent in 1920 for fuel, materials and supplies. 

“No claim is made for these figures that they are exactly 
accurate. They undoubtedly are smaller than the total amounts 
spent by all the railways of the United States for fuel, mate- 
rials and supplies, because they include nothing for the expen- 
ditures of the Class II and III railways or of the switching and 
terminal companies, which operate almost 20,000 miles of line. 
In view of the fact that the figures for 1920 are more than twice 
as large as those for 1916, it is hardly necessary to dwell upon 
the extent to which these increases in prices have affected the 
operating expenses of the railroads. 

“Steel rails laid in 1920 amounted to 2,670,529 tons, as in- 
crease of 623,954 tons over 1917, the last year prior to federal 
control. Total charges on account of the rails applied, exclusive 
of the labor cost in applying the rails, was $58,488,220 in 1917 
and $101,412,308 in 1920, or an increase in cost of $42,924,088. 
These figures are from reports of the Interstate Commerce Com- 
mission.” 

The witness then took up the annual reports of the United 
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States Steel Corporation and the financial condition of a number 
of other supply companies to support his allegation that their 
“most affluent condition resulting from huge earnings” was the 
result of “swollen and unconscionable prices charged the rail- 
roads.” 

The question of interlocking directorates of railroad com- 
panies and supply companies was gone into in a detailed way by 
My. Warne. He read into the record hundreds of names of rail- 
road officials, who, he said, were pecuniarily interested in railway 
supply companies as directors or stockholders or bondholders 
at the time the.Interstate Commerce Commission made an in- 
vestigation of those relations several years ago. 

“It is not intended to give the impression,” said Mr. Warne, 
“that this relation between railway officials and supply houses 
from which purchases are made, as illustrated in the cases of 
the officials above mentioned, is in every instance to be con- 
demned. I am not now expressing my opinion or passing judg- 
ment. No doubt there are many instances—just what propor- 
tion of the total the available information will not permit of 
determination—but without a question of doubt many of these 
relations are perfectly proper as representing the legitimate re- 
lation of investors who purchased their securities, whether bonds 
or stocks, or both, and paid their money for them. But it is 
equally beyond successful contradiction by anyone iu possession 
of the facts that the relation established in a great many cases 
is injurious alike to the railroad company and the public in its 
effects upon increasing expenses unduly and improperly, and 
thus decreasing the amount of revenues that should go into 
income in determining the rate of return on capital. 

“It should not need the authority of a statute to establish 
the commonplace principle of right conduct that the plain duty 
of a railway official forbids him to gain a personal profit at the 
expense of the railroad company through contracts with or sales 
to it by supply companies. Such profit is gained through par- 
ticipation in interest payments on bonds or dividends on stocks 
of supply companies to which the railway lets its contract at 
high prices, just as much as if an out and out bribe were given 
the railway officials. With this ethical aspect of the situation, as 
well as with resulting discriminations, concessions, and like 
favortism, I am not here concerned. My particular object is to 
call attention to the fact that through such practices the ex- 
penses of the railroads are increased, the net revenues decreased, 
a smaller amount is necessarily left for operating income, and 
the rate of return is likewise reduced. 

“It is common knowledge among those familiar with the 
facts that railway supply companies in which railroad officials 
are pecuniarily interested have been and are fattening off the 
purchases from them by the railroads. Attention has been di- 
rected towards the exorbitant earnings and huge surplus of the 
United States Steel Corporation in which railroad officials are 
interested as directors, bondholders, and stockholders. But the 
steel corporation is not the only supply concern that is ‘milking’ 
the railroads while the public stands by patiently feeding the 
transportation company with higher and ever higher freight and 
passenger rates. A congressional investigation or an investiga- 
tion by the Interstate Commerce Commission will undoubtedly 
disclose the significant fact that in recent years all the railway 
supply companies, and they number into thousands, have re- 
ported huge surplus earnings to be added to their already ac- 
cumulated surplus secured through high prices to the railroads 
for the supplies so purchased. 


Efforts of the railroads to have legalized what he called 
their “fraudulent property investment accounts” were dwelt 
on by Mr. Warne before Senators Cummins and La Follette 
November 30. He declared the original Warfield rate-making 
plan as submitted to the committee was full of “jokers” to 
accomplish that end. 


The witness attacked the railroads with regard to “rebates, 
discriminations and concessions,” saying that since 1912 as 
many as 70 different railroad corporations had ‘been fined in 
126 separate cases a total of more than $1,000,000. 

“Of course, the 70 different railroad companies,” he said, 
“are by no means all the roads that have been involved in 
charges of granting rebates, concessions and discriminations 
during the period. They represent only the roads that were 
found guilty and fined. Rebates, concessions and discrimina- 
tions are not confined to any particular group of railroads or 
to any particular section of the country. The practices are 
general among the roads in all sections. Violations of the law 
prohibiting the granting or receiving of rebates, concessions and 
discriminations are serious enough to be considered as a factor 
in depleting the revenues of the railroads of the United States. 

“Important as are these items of unnecessary expense, they 
are relatively insignificant when compared to the huge total 
sum lost in revenues to the railroads as measured by the 
amounts received from the reduced rates alongside the total 
revenues that would have been received if the full tariff rates 
had been enforced. This additional revenue, as well as a con- 
servation of these expenses, would have gone to increase the 
total amount of the income account when related to the prop- 
erty investment to determine the rate of return on the capital 
devoted to transportation. In other words, if these sources of 
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depletion of railway revenues were dried up by a cessation of 
the multifarious practices and methods through which favoritism 
is shown certain shippers there would be more revenue in the 
income account of the companies with which to increase the 
rate of return on the capital invested. 

“Somewhat similar to the granting of rebates, concessions, 
discriminations, and like favoritism to particular shippers or 
groups of shippers in its effect upon the income account, is 
that equally common and widespread practice of present-day 
railway management of granting free transportation and the free 
use of private cars to passengers and representatives of favored 
shippers. Many have been led to believe that the so-called free 
pass evil had been reduced to the minimum in recent years, but 
the better informed Interstate Commerce Commission states 
emphatically in its decision in the five per cent case that this 
‘is still a heavy burden upon the railway passenger service’ 
and it recommends that the practice ‘be still further restricted 
by the carriers.’ : 

“Tllustrative of another source of economic waste in railway 
freight service, closely identified with the granting of rebates 
and discriminations, are present practices of the roads which re- 
sult in losses and damages to goods transported. They also have 
the effect of depleting or deflating the operating income. 

“It is an astonishing statement but none the less a true one 
that in the single calendar year 1920 the large sum of more than 
$122,000,000 was paid by the railroads of the United States in the 
adjustment of losses and damages to freight transported by these 
carriers. 

“This statement indicates that in this direction there is a 
wide and undeveloped field for the exercise of greater care and 
efficiency on the part of the railroads of the country, which, if 
practiced, would retain in the treasuries of these transportation 
companies many millions of dollars. The investigation upon 
which these statements are based comprises 175 reporting car- 
riers operating approximately 232,000 miles of road and repre- 
senting more than 90 per cent of the total mileage operated in 
the entire country. The investigation is confined to steam rail- 
way carriers having annual revenues exceeding one million dol- 
lars. These exceptions indicate that if all the mileage of all the 
companies—including the remaining 10 per cent—had also been 
reported upon the amount of losses and damages suffered by 
goods in freight transportation and for which the railway com- 
panies had to make restitution to shippers would have been even 
larger than the $122,000,000. These statements are based upon 
a report of the Interstate Commerce Commission which has not 
received as much attention as its great importance to the public 
deserves. 

“Just how far spurious or false claims of losses and dam- 
ages paid by the railroads to certain shippers, and amounting 
in effect to a rebate, enter into the question is, of course, not 
known. But that this avenue of concealing rebates has beet 
made use of by the railroads is common knowledge. “The de- 
vice of giving to a particular shipper an advantage through the 
payment of an excessive claim or a claim without merit, may 
be used by a carrier more successfully and with less danger of 
detection than by a departure or concession from the published 
rates,’ says no less an authority than the Interstate Commerce 
Commission. ‘As one after another of the other avenues for dis- 
crimination or fraud are closed, as the result of the more inti- 
mate supervision by the Commission of the practices of cai- 
riers in recent years, it is natural that those among shippers 
and carriers who are still willing to evade the terms and spirit 
of the law will not overlook a channel that appears still to be open 
for such abuses. Even where there is no affirmative and delib- 
erate intent to evade the law, the same wrongs may result 
through the failure and neglect of a carrier to make proper in- 
vestigation before paying such a claim. The importance of the 
matter in its effect upon the basis of rates which the transpor- 
tation of the country should bear is so obvious that it need not 
be further emphasized here.’ 

“Claims for loss and damage present opportunities for dis- 
crimination, the adjustment of many such claims being largely a 
matter of judgment which is frequently influenced by the volume 
of traffic controlled by particular claimants. A concession or an 
advantage created through the medium of a claim for loss and 
damage is, moreover, more difficult to detect and to establish 
than a direct concession from the lawfully published rate. 

“Examination of the accounts of carriers disclose many 
cases which justify the belief that certain claims of this char- 
acter are paid not because the carriers feel that the claims are 
valid, but because claimants threaten to divert traffic unless 
claims are paid, and because other carriers allow similar claims. 
Loss and damage to freight represents an economic waste, and 
the payments therefor increase the cost of transportation.” 

William G. McAdoo and Walker D. Hines will be called to 
testify before the Senate interstate commerce committee at 
some time before the Cummins inquiry into the general railroad 
situation is concluded. The exact dates for their appearance 
as witnesses has not been fixed, but Senator Cummins said 
they would be called. Senator LaFollette, it is understood, de- 
sired the former directors-general to be heard. He criticized 
the committee because it did not call them in when the railroad 
funding bill was being considered. 





pe 


d 
b 
t 
a 
\ 
i 
I 
4 





0. 23 


nm of 
itism 
1 the 
> the 


sions, 
‘Ss or 
it, is 
t-day 
free 
rored 
free 
, but 
tates 
this 
‘vice’ 
icted 


lway 
bates 
h re- 
have 


- one 
than 
1 the 
hese 


is a 
and 
h, if 
ition 
upon 
car- 
apre- 
d in 
rail- 
dol- 
| the 
been 
1 by 
com- 
even 
1pon 
not 
iblic 


lam- 
ting 
not 
been 
de- 
the 
may 
r of 
shed 
erce 
dis- 
inti- 
cal- 
pers 
virit 
ypen 
elib- 
sult 
> in- 
the 
por- 
not 


dis- 
ly a 
ime 
- an 
and 
lish 


any 
har- 
are 
less 
ms. 
and 
on.” 
1 to 
at 
oad 
nce 
said 
de- 
zed 
oad 





December 3, 1921 


GENERAL RATE INQUIRY 


The Traffic World Washington Bureau 


The Commission, late November 29, amended its order of 
November 23 instituting the general investigation, formal docket 
No. 13293, by adding to the first paragraph thereof: ‘And also 
to determine what will constitute a fair return from and after 
March 1, 1922, under section 15-a (3) of the interstate commerce 
act.” That amendment to the order brought the order itself to 
a partial agreement with the program for hearings, to be begun 
December 14, which was announced November 29. Until that 
amendment was made the only question with regard to the rate 
of return after March 1 was contained in the program. In the 
program the thirteenth question to be answered by those par- 
ticipating in the hearing is: ‘What should be the rate of return 
after March 1, 1922’? 

Until the order of November 23 was amended, the railroads 
did not know that that phase of their financial condition was to 
be made a part of the general investigation. They could infer 
that it was to be by the fact that the thirteenth question to be 
answered by them and by the shippers pertains to the rate 
which is to be prescribed by the Commission as the mark which 
it will try to attain when it initiates, establishes, adjusts and 
modifies rates so as to give the railroads what, in its estimation, 
will be a fair rate of return on the value of the property devoted 
to transportation service. ; 

A complete program for the Commission’s general rate in- 
vestigation, formal docket No. 13293, calling for weeks of testi- 
mony, was formulated at a conference November 28 and issued 
the next day. In it the railroads are treated as respondents or 
defendants and shippers as complainants. The program, as an- 
nounced by the Commission, follows: 


NO. 13293—IN THE MATTER OF RATES, FARES AND CHARGES 
OF CARRIERS BY RAILROAD SUBJECT TO THE INTER- 
STATE COMMERCE ACT. 


The above entitled proceeding is assigned for hearing at the office 
of the Interstate Commerce Commission, on December 14, 1921, at 
10 o’clock in the forenoon. 

The purpose of this hearing is to elicit facts. Therefore the sub- 
mission of evidence is not to be preceded by an argument or debate 
on questions of law or of policy, Of course, at the close of the hearing, 
opportunity will be afforded for argument, at which time questions 
of law as applied to the facts of record may be discussed. | 

During the period, December 14 to 21, inclusive, it is expected 
that the respondents will put in their case. Hearing will be resumed 
January 9, and past experience has shown that full development of the 
facts will be facilitated if cross examination of respondents’ witnesses 
is deferred until then. Before the close of the hearing on December 
21 a schedule for the hearing on and after January 9, 1922, will be 
announced. This will be arranged according to commodities, etc. 
Interested parties should advise the secretary of the amount of time 
desired to present their case. ; 

The hearing will be continued until adequate opportunity has been 
afforded for the presentation of such matters as in the opinion of the 
Commission may aid it in determining the questions before it, but 
every effort will be made to expedite the proceeding and to confine 
the evidence within reasonable time limits. | Relationships between 
particular points under existing rates are not in issue. ; 

It is suggested that the matters to be presented should include 
the following: ; 

1. Are the present rates* reasonable in the aggregate under section 
1 or other provisions of the act either in the country as a whole, or 
in the several territorial rate groups} defined in Ex Parte 74? Are 
the rates on specified commodities or descriptions of traffic reason- 
able? If not, to what extent are they unreasonable? This, of course, 
includes passenger traffic. ' 

2. To what extent are the respondents realizing return contem- 
plated by section 15a and what are the prospects for the future? This 
should be shown by individual lines, by territorial rate groups, and by 
classification territories. : l 

3. To what extent have operating expenses been reduced since 
August 31, 1920: (a) by furlough or discharge of employes? (b) by 
reduction in wages? (c) by changes in working conditions? Same 
questions as to operating expenses since June 30, 1921. State as in 2. 
What part, if any, of this decrease has not heen included in the 
monthly reports of operating expenses made to the Commission since 
June 30, 1921? , 

4. (a) How do fuel contracts and costs now current compare with 
those in effect on August 31, 1920 (give the figures)? When do such 
contracts expire? Tio what extent are contract prices conditioned on 
wage scales? What part of the cost of fuel is for transportation? (b) 
The same questions as to locomotives, cars, rails, ties and other 
materials and supplies. 

5. To what extent have rates been (a) further increased and (b) re- 
duced since general increase of 1920? This should be shown by indi- 
vidual lines, by territorial rate groups and by classification territories. 

6. (a) What increase in gross and net operating revenues, abso- 
lutely and on a percentage basis, resulted from the increases author- 
ized in Ex Parte 74? (b) What decrease in gross and net operating 
revenues (1) has resulted and (2) may he expected to result from 
reduced rates which have become effective since August 25, 1920? 
State separately. (c) What changes have there been in the volume 
of traffic since August 31, 1920, and what are the prospects for the 
future? What has been the effect of rate changes upon the volume of 
traffic since that date? 

7. What readjustments, if any, following Increased Rates, 1920, 
have not been but should be effected? The Commission there said: 
“It is impracticable at this time to adjust all of the rates on individ- 
ual commodities. The rates to be established on the basis hereinbe- 
fore approved must necessarily be subject to such readjustments as 
the facts may warrant. It is conceded by the carriers that readjust- 
ments will be necessary. It is expected that the shippers will take 
these matters up in the first instance with the carriers, and the 
latter will be expected to deal promptly and effectively therewith to 
the end that necessary readjustments may be made in as many 
instances as practicable without appeal to us.’’ These matters should 
be gone into thoroughly. 

8. To what extent, if any, has maintenance of road and equipment 
heen curtailed since August 31, 1920? What is the present condition 
of road and equipment? 


9. What amounts have been expended since August 31, 1920, for 


THE TRAFFIC WORLD 






1147 





additions and hbetterments, including equipment, which, under the 
prescribed accounting system, are chargeable to capital account? 
What amounts are needed or will be needed in the immediate future 
for such expenditures, in the public interest, based (a) on present 
volume of traffic, and (b) on volume of traffic under normal conditions? 

10. What are the relative degrees of profitableness of the freight 
and passenger services, respectively? 

11. To what extent can net income be increased by enhanced 
economy and efficiency in management? 

12. If rates are found to be unreasonable in the aggregate in the 
country as a whole, or in one or more territorial rate groups, (a) 
should a general reduction in all rates be required, or (b) should 
readjustment be required in the rates on specified commodities or 
descriptions of traffic? If rates are found to be reasonable in the 
aggregate, but unreasonable on _ specified commodities, or descrip- 
tions of traffic, what readjustment should be required? 

13. What should be the rate of return after March 1, 1922? 





*For brevity, the term “rates’’ is used throughout as including 
fares and other transportation charges. 

yReferences hereinafter to territorial rates groups are to those 
defined in Ex Parte 74. 


By name, none of the things in which shippers are presently 
interested are included. There is no mention of the proposed 
ten per cent reduction on all agricultural products, of the west- 
ern grain rate case, or the application of the railroads for its 
reopening so that the ten per cent reduction may be substituted 
therefor; nor any hint or suggestion as to what, if anything, is 
to be done with the ten per cent reduction proposal, the western 
grain rate case, or the southern hardwood lumber case, while 
the inquiry is going on. 

As far as the language of the program is concerned, there is 
no more connection between this inquiry and the other cases and 
matters mentioned than there is between it and the $10 a day 
penalty charge on transit lumber. There is nothing in the order 
instituting the investigation nor in the program to indicate that 
the inquiry is the outcome of anything that has been done or 
that has been suggested, either by carriers or by shippers. So 
far as terms indicate anything, the initiation of the inquiry was 
wholly the product of the inner consciousness of commissioners. 

The order instituting the investigation and the program, ap- 
parently, are as separate as two things done by the Commission 
could be. That was one of the first things that struck attorneys 
for carriers and shipper. The pertinent language of the order is: 
“To determine whether and to what extent, if any, further gen- 
eral reductions in rates, fares and charges * * * can lawfully 
be required by order or orders of the Commission under section 
1, or other provisions of the interstate commerce act, upon any 
commodities or descriptions of traffic.” 

Not one of the thirtéen questions set forth in the program 
pertains to the fundamental question contained in the order 
instituting the case—namely, what power, if any, the Commission 
has to order “further” general reductions in rates. 

As put forth in the order, the question about power to order 
“further” general reductions was conceived to be one calling 
for arguments on the law almost exclusively. Attorneys for 
shippers assumed that the order called for argument on the law, 
almost exclusively, with only facts of which the Commission could 
take judicial notice involved in the matter. The chief facts, if 
not the only ones, they thought could be brought into the argu- 
ment are that in the eastern group the railroads, in the year 
following Ex Parte No. 74, earned only so much, that their return 
in the West was only so much and that in the South they had a 
smaller return than in either of the other groups. 

Instead, however, the program calls for hearings, which, even 
if the shippers forego cross examination of witnesses for the 
carriers and the direct examination of their own witnesses 
takes less time than has been allotted to the carriers, cannot 
be completed in a month from the time they are due to be begun. 

While, by name, the western grain, the proposed ten per 
‘cent reduction and the southern hardwood lumber cases are not 
involved in the case, it is felt that unofficially they are all in 
it. At the time the Commission issued the program, the south- 
ern hardwood case had not been decided. It was known, how- 
ever, that the actual consideration and disposition thereof were 
imminent. A further impression about it was that the Commis- 
sion would undertake to give relief in that case—perhaps not 
as much as the complaining association requested, but some, 
nevertheless. The association asked for the elimination of the 
entire Ex Parte No. 74 advance because southern hardwood had 
been unusually hard hit by the percentage increase. 

Technically, the Commission issued its order before it knew 

Technically, the Commission issued its order without knowing 
they desired to substitute the ten per cent reduction on all agricul- 
tural products. However, the commissioners all knew exactly 
what the carriers desired. As a matter of fact, the railroad 
executives, in their meeting with the commissioners November 
12, laid before them the details of the plan they adopted at their 
meeting in New York four days later. 

It is a moral certainty that the carriers knew that an order 
would be issued in the western grain case. They did not, how- 
ever, regard that as notice that the commissioners were noi 
sympathetically inclined toward their plan fer substituting a 
nation-wide reduction of ten per cent on the whole agricultural 
list. The breadth of the program did not suggest to attorneys 
for the railroads that the Commission had done anything that 
would interfere with their plan, all set forth in their application 
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for reconsideration of the western grain case, to have the Com- 
mission conduct a general inquiry and to make the substitution 
for which they have asked. 

Assuming that their confidence as to their ability to per- 
suade the Commission to adopt their plan is well founded, the 
institution of the general inquiry may result in holding up the 
western grain case, the southern hardwood lumber case and the 
substitute suggested for the western grain case. Such a holding 
up, however, will be resisted, if the Commission is thinking of 
ordering it and gives an opportunity for argument on the subject. 

In asking whether it has power to order “further” general 
reductions, the Commission is generally held to have raised a 
question about its power which it is not customary for courts 
or quasi-judicial bodies to raise. Usually, they wait for a litigant 
to raise such a question.. The railroads might be expected to 
raise such a question, it has been pointed out, because they have 
not earned what courts are inclined to hold would be a reason- 
able rate on their investment. The Commission, however, did 
not wait for them to raise it. 

However, it did not raise it, in a technical sense, until after 
it had put out an order in the western grain case. Therefore, 
if the agricultural bloc in the Senate or attorneys for agricul- 
tural associations should fight, it is in a position to enforce its 
order in that case. It might be possible for it also to issue an 
order in the southern hardwood case before beginning the hear- 
ings on its order instituting the general investigation. 

Therefore, in a technical, strategic sense, the Commission 
could insist, in the event the agricultural bloc should resume 
its fight, that its orders be carried out and that the hearing 
proceed on the assumption that the two cases mentioned and 
the suggestion for a nation-wide ten per cent reduction on the 
agricultural list were not involved in this general proceeding. 
But if it were constrained to take such a position there would be 
a general raising of eyebrows, because the general idea is that 
all the matters mentioned are inextricably interwoven, by rea- 
son of the conferences held between executives and commission- 
ers prior to the institution of the general inquiry. 

In neither the order instituting the general inquiry nor in 
the program is the ten per cent proposed reduction, the western 
grain rate or the western live stock case mentioned. However. 
in a statement issued by the Commission at the time it put out 
its order instituting a general investigation, it mentioned the 
live stock and the western grain rate cases in such a way as to 
leave the reader to infer that it had made orders for general 
reductions in them. Of course, in the live stock case, no order 
was issued, but the Commission treated the matter in its state- 
ment as if it had required the carriers to make the reduction. 

Only in that informal way are any of the cases in which 
shippers have been greatly interested connected with the general 
investigation. It is doubtful whether anyone could assert that 
either of the two litigated cases or the proposal of the carriers 
to make a ten per cent reduction on the whole agricultural list 
was involved in the general inquiry and successfully prove that 
they were, if the Commission desired to take the position that 
neither was involved in that proceeding. The Commission, it 
is true, mentioned the western live stock and the western grain 
rate case in the statement in connection with the order, but the 
order itself makes no mention of either of them. The failure of 
the Commission to mention either of the cases in its order leaves 
it free to follow either of two possible courses. One would be 
for it to say nothing further about the western grain case. In 
such event, the railroads would have to make the reduction 
therein ordered. Or it could, by appropriate order, include that 
western grain case in the general inquiry and by such inclusion 
suspend the operation of its order “until the further order of the 
Commission.” 

Inasmuch as the proposal to make a nation-wide ten per 
cent reduction on the whole agricultural list was the voluntary 
act of the carriers it could not become involved in the case 
through any act of the Commission. The carriers are free to 
withdraw the offer at any time prior to the filing of tariffs in 
accordance with their suggestion. It is, therefore, probable that 
if the Commission insists on jts order in the western grain 
case becoming operative, the carriers will not proceed any 
further with their proposal to make a ten per cent nation-wide 
reduction. They proposed it as a substitute for the order in the 
western grain case, and if that order stonds the reason for the 
offering of a substitute will have disappeared. 

Grain Case Rehearing 

The application of the carriers for a rehearing in No. 12929, 
the western grain rate case, in a broad way of speaking, is an 
argument for the adoption, by the Commission, of the plan 
agreed on at the meeting of the Association of Railway Ex- 
ecutives at New York, November 16. It was made public by 
the Commission November 25. An abstract of it was given 
out by the railroads coincident with the Commission’s an- 
nouncement concerning the institution by it, of the formal in- 
quiry, No. 13293, into the Commission’s power to make “fur- 
ther” general reductions. : 

In the opening paragraph the carriers say they come for 
“approval of a program for the relief of agriculture in all sec- 
tions of the United States through the medium of a reduction 
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in carload rates on the products of agriculture.” The program 
they suggest is that adopted by them at their meeting in New 
York November 16. That program they discussed with the 
commissioners in a meeting four days before, and as to which 
all reports agree, the commissioners gave sympathetic ears. 

Apologizing for the delay that had occurred in making oper- 
ative reductions in rates on grain, grain products, straw and 
hay in the Western and Mountain-Pacific groups, the carriers 
said it was due wholly to a diligent effort on their part to 
mature a plan for the relief of agriculture in “all sections of 
the United States, more comprehensive than that embraced in 
this single proceeding” (western grain rate case). ‘They ex- 
pressed the hope that the commissioners would understand and 
appreciate the difficulty of maturing such a plan. 

As a reason for their hunt for a substitute for the Com- 
mission’s report and order in the western grain rate case, they 
said there had been an insistent demand for a general reduc- 
tion in rates that embraced not only rates on the farm prod- 
ucts mentioned, but rates on practically all other commodities. 
They said they desired to deal with the demand in a sym- 
pathetic manner, but they had had to consider their financial 
condition before coming to a conclusion as to what they could 
afford to undertake to do; hence the delay. 

To the end that the Commission would know the facts on 
which they founded their conclusion that they could not afford 
to undertake to do anything more than suggest a ten per cent 
reduction on all agricultural commodities, they reproduced the 
figures showing the small income in the first nine months of 
the current year. They have been heretofore published as part 
of the abstraet prepared by the executives and promulgated the 
same day that the Commission ordered its general investigation. 

Answering the contention of the shippers that, inasmuch 
as there was a general horizontal increase in rates under Ex 
Parte No. 74, there should now be a general horizontal reduc- 
tion, the executives said conditions then and now were maie- 
rially dissimilar. Then it was a question of more revenue. 
Now it is one of affording relief from serious economic distress 
“not as a right,’ they said, “but as a matter of high and wise 
expediency and in a way that will best promote public welfare.” 

Assuming that there was no opportunity or possibility of 
giving relief to all, the executives said it had become a ques- 
tion of wise selection of the commodities to which relief could 
and would be extended, remembering that that relief would be 
best for the public interest, which would be most widely 
distributed. Therefore, they selected agricultural products. 
They said they did not feel justified, after hearing the 
testimony respecting the distressing condition of farmers, 
“in remaining rigid and unco-operative,” especially in the face 


-of the summing up made by the Commission in its report on 


the western grain rate case, in which, they pointed out, only 
the farm conditions in the west were nuder consideration, 

As their reason for suggesting the substitution of their pro- 
posed nation-wide decrease for the larger reduction ordered by 
the Commission in the western grain rate case, the application 
for rehearing Says: 

“Your petitioners, however, submit that, if there is to be a 
reduction in rates for the benefit of agriculture, there seems 
little justification for confining such reductions to rates on grain, 
grain products and hay, or to any particular section of the 
country. The economic reasons in favor of reductions apply 
with equal force to other products of the farm and to other 
territorial sections. The demand on the part of the agricul- 
tural public for a reduction in freight rates is not confined to 
the commodities covered by this proceeding and is not confined 
to the western district. The Commission and the carriers have 


-been, or will be, confronted by the necessity of meeting the 


demand for a wider application among agricultural products 
of proposed reductions and for a more extensive territorial ap- 
plication of them. It is not apparent how this demand can be 
successfully distinguished from the action taken by the Com- 
mission in this cause, and yet a general application of the scale 
of reductions ordered in this case to other agricultural products 
and to other territories of production, would involve a loss of 
revenue to the carriers which would seriously impair their ca- 
pacity to perform their public obligations.” 

The main proposal in the application for rehearing is the 
suggestion of a trade of the order in the western grain rate 
case for a 10 per cent nation-wide cut. 

That proposal, it is believed, raises the question whether 
the Commission has the power to order any “further” general 
reductions. If a general reduction, which decreases the possl- 
bility of the carriers earning the rate of return specified in 
section 15-a, is unconstitutional, because out of line with the 
statute or because it deprives the carriers of property without 
adequate compensation, then the Commission’s order in the 
western grain rate case is not worth anything. A proposal, 
therefore, to trade it for a 10 per cent reduction on all agricul- 
tural products in all parts of the United States would be one 
the acceptance of which would enable the Commission to say 
it had afforded some relief, by negotiation, when relief by order 
was not possible. ttt 

The question asked by the Commission, in its order inst! 
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tuting the general inquiry, is in point in connection with the 
trading proposition. If the Commission has undoubted power 
to enforce its order in the western grain rate case, it will be 
able to negotiate with the railroads on their program with the 
knowledge that if there is something in it that should be 
changed, it can force correction. If it has not the power, then 
it can only accept their proposal, without modification. The 
mere fact that the Commission has asked for a discussion on 
that point has been taken as indicating that some of its mem- 
pers have doubt on the subject. 

That the discussion at that hearing will not be confined to 
the mere law question was made apparent November 26, when 
the Commission advised Clifford Thorne that the general in- 
quiry instituted by it will be broad enough to enable him to 
present the arguments he had in mind when he filed an appli- 
cation for a general inquiry into rates on farm products. The 
Commission then will hear him or any other who may desire 
to speak, in behalf of the American Farm Bureau Federation, 
which Thorne represented when he filed that application. Simi- 
lar advice has been given to attorneys representing other in- 
terests. 

It is probable that the Commission’s inquiry will develop into 
a celebrated case. That suggestion is founded on the reaction to 
the Commission’s announcement that followed on the heels of 
the announcement. Inquiries as to the nature of the proceed- 
ing and the opportunities that would.be afforded to the inquirers 
to be heard in the matter indicated widespread interest. It is 
believed that, notwithstanding the limitation in the order insti- 
tuting the proceeding, efforts will be made to show that this, 
that, or the other industry is entitled to a reduction in rates 
to enable it to live. Another way to convey the thought in mind 
is that an effort will be made, by practically all shippers, to 
show that, for economic reasons, they should be favored with 
reductions in rates. Applications for reductions have been re- 
ceived from many classes of shippers, but, publicly, have not 
received any attention at the hands of the Commission. 

However, the fact that no public attention has been ac- 
corded to them does not mean that the commissioners have not 
thought on the subject. On the contrary, it is a moral certainty 
that they have considered practically every situation about 
which anyone has shown interest enough to write a letter. But 
the result of their thought, thus far, has been manifested only 
in the unofficial representations that have been made in behalf 
of reductions in rates on agricultural products. The carriers 
have reacted to suggestions about farm products by suggesting 
the reopening of the western grain rate case, the institution of 
a general inquiry, and the substitution for the order in the 
western grain rate case, of the general ten per cent reduction. 
The application of the carriers for a general inquiry is contained 
in their application for a reopening of the western grain rate 
case. 

Senators from the western agricultural states have received 
a number of protests from constituents against the failure of the 
railroads to put in the grain rate reductions on or before Novem- 
ber 20. 


EFFECT OF WAGE REDUCTION 


“The 12 per cent wage reduction, effective July 1, fell, accord- 
ing to reports received by the Interstate Commerce Commission, 
far short of enabling the railroads to make net earnings of 6 per 
cent, which Congress authorized in the transportation act, as 
necessary to re-establish the credit of the roads and to assure a 
safe, dependable service,’ says a statement by the railway ex- 
ecutives. 

“The deficits below the 6 per cent, in the three months re- 
ferred to, calculating the wage reduction at $30,000,000 a month, 
were as follows: 


Deficit wader G per cemt Mr Duly cc. kciccccccess cco ccscewieneisielosiovene $53,904,479 
Deficit under 6 per Cent i AUSUSE 2c... 600 c ccc cece sece seis 47,758,897 
Deficit under 6 per cent in September .............eeeeeees 56,208,899 


“The actual percentages earned on the tentative valuation 
of the roads adopted by the Interstate Commerce Commission for 
rate-making purposes were as follows: 


Percentage on value, earmed: th Duby ooo 6cddccics sie cceawcvinesceweeres 1.5 
Percentage on ‘value, earned in AURUBE 0... 6. cc cccs sew sevcesemes 5.0 
Percentage on value, earned in September ...............e0eeees 4.6 


“The above figures, however, do not represent a normal con- 
dition, for the net was secured in large part by deferring main- 
tenance of equipment, roadbed, tracks, etc., a charge which 
sooner or later must be made up. Had the 12 per cent reduction 
in wages not been made, the net earnings for the three months 
on the same basis would have been, for July, 2.5 per cent; for 
August, 3.3 per cent, and for September, 3 per cent.” 





WEST TULSA BELT RAILWAY NOTES 


The West Tulsa Belt Railway Co. of Oklahoma has applied 
to the Commission for authority to issue demand promissory 
Notes, aggregating $1,551.85, to the St, Louis-San Francisco Rail- 
Way Co., which owns the capital stock of the applicant. The 
notes will cover expenditures on the property of the applicant by 
the St. Louis-San Francisco. 
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NEW SHOP CRAFT RULES ISSUED 


A complete new agreement between the eight shop craft 
unions affiliated with the American Federation, numbering be- 
tween 400,000 and 450,000 members, and the railroads, went into 
effect December 1. This was made possible by the promulgation, 
late November 30, by the Labor Board, of 148 new rules on which 
it had been working almost continuously since July 1. These 
148 rules, and the 24 issued in August, constitute the entire code 
of rules and working conditions replacing the shop crafts’ na- 
tional agreement, and are operative on all railroads in so far 
as they do not come into conflict with rules already agreed on 
by any road and its shop employes. Ten of the national agree- 
ment rules have been eliminated altogether and thirty of a minor 
nature have been remanded for further consideration by the 
earriers and the union representatives. 

The inference drawn from the summary of the rules drawn 
up and given out by the board, is that the changes made, for 
the most part, eliminate the classification abuses about which 
the carrires have frequently complained. The savings to the 
roads which will result from the new rules are estimated at 
$50,000,000 a year, which estimate is amended by the statement 
that “only actual operation can tell.” 

Changes in the rules are grouped by the board under three 
major classes, as follows: 


1. Rules are made more elastic to secure greater efficiency and 
economy. 

2. Many criticisms of the national agreement are met by the 
decision, but all demands of the managements are not granted. Older 
rules, sanctioned by experience, are retained. 

3. The principle of collective bargaining and union recognition as 
embodied in transportation act is retained in the new rules, but rep- 
resentation of minorities in grievance cases is provided for—thus doing 
away with that part of national agreement criticized as forcing a 
“closed shop’ on the railroads. This is more theoretically than 
actually important as practically all shops are unionized and unions 
are recognized and represented men in negotiations leading up to pres- 
ent decision. 


The bulk of the changes as embodied in the decision are 
changes in the classification of the work to be performed by 
the various crafts. These classifications were made more liberal. 
One of the criticisms of the national agreement was that classifi- 
cations were so rigid and so fine in detail that work not requiring 
skill was assigned to highly paid skilled men, and work requiring 
only general skill was assigned exclusively to skilled men of a 
particular craft. 

The following are examples of changes made in the classifi- 
cation rules: 


Machinists performing repairs may connect or disconnect any 
wiring, pipe connection or coupling necessary to repair machinery or 
equipment. This work was formerly restricted to electricians and 
sheet metal workers. 

Unskilled laborers may now dismantle wooden freight cars— 
formerly restricted to carmen. 

Engineers, firemen and cranemen may make necessary repairs on 
the lines of the road when qualified to do such work, regardless of 
whether this has been considered shop work or not. 

Removing or replacing grates may be done by _ boilermakers’ 
helpers; restricted to journeymen boilermakers. 

Classification of work of sheet metal workers, electricians and 
carmen widened to assign much work heretofore restricted to them 
to their helpers or men of other crafts where the needs of the road 
require it. 

Wrecking crews, restricted to carmen under the national agreement, 
may, under new rules. be made up of other men where there are not 
enough carmen available. 

Provisions of the national agreement requiring certain forces and 
equipment to be maintained for certain kinds of work are changed 
in the new rules to allow more ready transfer of men from one kind 
of work to another. Men assigned exclusively to certain kinds of work 
under the national agreement may now be put on other work when 
there is no work of their particular class available. Many of the 
rules on these points have been discontinued altogether so that 
unnecessary forces required by the national agreement may now he 
eliminated. 


One of the most important innovations made by the board 
in the new rules was the creation of a new class of apprentices, 
known as special apprentices, composed of young men between 
the ages of 18 and 26 years, who have had technical school train- 
ing. The period of their apprenticeship is limited to three years, 
as compared to the four years served by the regular apprentices, 
whose entering age is from 16 to 21. 

Board members believe the decision to be the most impor- 
tant work of the board to date. It is designed, they say, ta 
provide a permanent code of shop rules which will stabilize that 
part of’ railroad industry. 


Board Free to Consider Wages 


At just about the time the new shop craft rules were being 
given out at the Labor Board offices, Ben. W. Hooper, vice-chair- 
man and public member of the board, in a speech before the 
Chicago Association of Commerce, said that the board was now 

- ready to take up the matter of wages for that class of employes, 
but that neither the proposed cut by the management or the re- 
ported request for a wage increase by the shop craft union lead- 
ers was as yet before the board. Mr. Hooper pointed out that 
the memorandum, on the strength of which the brotherhood 
heads called off their strike plans, October 27, said that it was 
“the intention of the board that the * * * rules and working 
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conditions be completely disposed of as to any class of employes 
before a hearing is had on any question of wages affecting said 
class of employes.” 

“Certain sections of public opinion have not been as just 
to the board and as considerate of its difficulties as they might 
have been,” said Mr. Hooper. “They forget that the board in 
the twenty months of its existence has perfected its organization, 
grappled with the strained and artificial conditions growing out 
of the war and government control of the railways, tried 900 
cases, made two general wage readjustments, devoted months 
to the revision of rules and working conditions, and, above all, 
has avoided any general interruption of traffic. Certainly, the 
Labor Board may modestly claim that it is contributing its share 
to the orderly readjustment of our country. 

“As an example of mal-formed public opinion, the criticism 
from certain quarters, of the board’s action which averted the 
recently threatened strike, may be cited. 

“When the board officially stated that it would not consider 
any general change in the wages of any class of employes, until 
the rules and working conditions of that particular class had 
been decided, the board was vigorously denounced because it 
had shut the doors in the face of carriers that desired to apply 
for a wage reduction and had deferred action on such an appli- 
cation for a year. 

“As a matter of fact, the board will tomorrow announce its 
final decision of rules for the shop crafts, and, although some of 
the carriers have given notice of an application for a decrease 
of wages, and the shop crafts have given notice of an application 
for an increase, neither application is before the board nor can 
it be for some time. The board is therefore free to take up 
this question long before either party can get it before us. 

“Moreover, the critics of the board ignored the fact recog- 
nized by all railway managements that no intelligent adjustment 
of wages can be made until it is known to what schedule of 
rules the wages will apply. The former wage awards were based 
on the national agreements and other existing rules, but any 
further readjustment of wages, either upward or downward, must 
be made to fit into the new rules.” 

As an added means of facilitating the handling of its cases, 
the board has rearranged its entire docket. In the future all 
cases affecting one road will be docketed for hearing at the same 
time. The board has also offered its services and advice in such 
cases where it seems probable that the railroads and their em- 
ployes may be able to form the adjustment boards contemplated 
by the transportation act. It is the intention of the board, so far 
as possible to keep minor cases off its docket in the future. 





ASK LABOR BOARD ABOLITION 


The Labor Board, when it told the union heads that re- 
quests for wage cuts would have to wait their regular turn, 
“voted itself out of existence,’ according to the report of tie 
railway committee of the New York Board of Trade and Trans- 
portation adopted at the November meeting of that organization. 
The report states that the board “still exists, nevertheless, an 
inert body, blocking progress, until the power that created it 
shall remove it.” 

Section 15-a is necessary in order to maintain the railroads 
efficiently, according to the report, and if reductions in freight 
rates can come only by the repeal of that section, the committee 
recommended that none be made. It was agreed, however, that 
rates generally were too high. The proper method to reduce 
them, however, it was suggested, would be by abolition of the 
Labor Board, so that the raiiroads could readjust wages on a 
basis which would allow rate reductions to be made. 

In another report by the same committee, which was also 
adopted, the approval of the Pomerene bDill-of-lading law was 
recommended in its present form. Section 21, however, which 
provides for the checking of lading by the carrier at the ship- 
per’s scales, it was suggested, could be strengthened by includ- 
ing some provision for its enforcement. 

CLERKS’ WAGES IN NEW ENGLAND 

An interpretation of rule No. 66 of the clerks’ national agree- 
ment, which prescribed the method used in changing the rate 
of clerks paid on a monthly and weekly basis to a daily basis, 
was handed down by the Labor Board, December 2. The deci- 
sion of the board reverses an interpretation of the rule made 
by adjustment board No. 3, which handled the disputes of the 
New England roads during the period of federal control. This 
interpretation took no account of the difference in the number 
of days worked in a year by men working seven days a week 
as compared with those working six, and resulted in the former 
getting a wage 51 cents a day in excess of the latter. At the 
hearing the New England carriers stated that the adjustment 


board’s interpretation was costing them approximately $1,000,000 
per year. 





The day’s important developments in the general 
rate inquiry hearings, which start December 14, may 


be read in the following day’s issue of The Daily Traffic 
World. 
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SERVICE AND COMPENSATION 
SUMMARY 


The Trafic World Washington Bureay 


The Commission has issued its first monthly summary of 
reports of employes, service and compensation of class I steam 
roads, including 13 switching and terminal companies, for the 
month of July, 1921, under the new “Rules Governing the Classifi- 
cation of Steam Railway Employes, and Reports of Their Service 
and Compensation,” which became effective on July 1, 1921, in 
accordance with an order of the Commission issued April 18, 
1921. Formerly the Commission issued quarterly reports on 
these matters, and it points out that, necessarily, comparison of 
old and new statistics is impaired. The quarterly reports have 
been discontinued. 

“The new wage statistics,’ the Commission said, ‘were de- 
signed to meet the needs of both the United States Railroad 
Labor Board and the Interstate Commerce Commission. The 
number of reporting divisions or classes has been increased from 
68 to 148, and an analysis of the hours of service and compensa- 
tion has been introduced. The increased number of classes does 
not result from a mere subdivision of the classes used in the old 
form, but is the outgrowth of an exhaustive classification study 
conducted by the Railroad Labor Board. 

“This July statement has been delayed owing to the neces- 
sity of investigating many inconsistencies in the carriers’ reports, 
but such delay with the initial report was to be expected in view 
of the detailed nature of the schedules.” 

The summary shows that on a particular day at the middle 
otf July there were 1,634,872 employes of all classes, while the 
number of full time positions was 1,535,375. The total compen- 
sation paid for the month was $214,339,385, made up of $192- 
059,134 for straight time compensation, $12,039,154 for overtime 
compensation, and $10,241,097 for all other compensation. 

In the recapitulation by groups of employes the report shows 
the following: 


Exectuives, officials and staff assistants numbered 15,155, and 
their total compensation was $6,354,552, of which $278 was for Over- 
time. 

Professional, clerical and general employes on a daily basis num- 
hered 47,178, and on an hourly basis, 226,342, and the total compensa- 
tion paid to those on the daily basis was $8,325,024, and to those on 
the hourly hasis, $27,414,066. Overtime payments to those on an 
hourly basis amounted to $544,285, and to those on a daily basis, 
$38,181. 

Maintenance of way and structures employes on a daily basis 
numbered 4,604, and on an hourly basis, 368,720, and the total com- 
pensation paid those on the daily basis was $1,087,852, of which $1,508 
Was overtime, and to those on the hourly basis, $32,510,050, of which 
$911,072 was overtime. 

Maintenance of equipment and stores employes on a daily basis 
numbered 14,451, and their compensation was $3,568,553, of which 
$9,400 was overtime. The number of employes of this group on an 
hourly basis was 436,555, and their compensation was $56,088,856, of 
which $3,980,266 was overtime. 

Transportation employes (other than train, engine and yard) on 
a daily basis numbered 27,465, and their compensation was $2,716,556, 
of which $36,996 was overtime. Those on an hourly basis of this group 
numbered 181,326, and their compensation was $21,868,240, of which 
$972,207 was overtime. 

Transportation employes (yardmasters, switch tenders. and 
hostlers) on a daily basis numbered 6,029, and their compensation was 


$1,552,537, of which $7,487 was overtime. Those employes of this group . 


on an hourly basis numbered 17,664 and their compensation was 
$2,513,360, of which $68,306 was overtime. 

Transportation employes (train and engine) on an hourly basis 
(mone on daily basis) numbered 289,383, and their compensation was 
$50,339,739, of which $5,439,168 was overtime. 


The total average earnings per employe for July are given 
for each of the 148 classes into which the groups referred to 
above are divided. 

For example, the total average earnings per employe in the 
class including executives, general officers and assistants are 
given at $5238; division officers, assistants and staff assistants, 
$322; assistant general foremen and signal and telegraph in- 
structors, $215; general foremen, $290; gang foremen and gang 
leaders (skilled labor), $217; machinists, $159; laborers (shops, 
enginehouses, power plants and stores), $94; road passenger 
conductors, $233; road freight conductors (through freight), $167; 
road passenger engineers and motormen, $250; road freight engi- 
neers and motormen (local and way freight), $251; yard firemen 
and helpers, $136; waiters and lodging-house attendants, $64; 
camp and crew cooks and kitchen helpers, $74; chief telegraphers 
and telephoners or wire chiefs, $188; chief train dispatchers, 
train dispatchers and train directors, $256; track and roadway 
section laborers, $74; messengers and office boys, $62; station 
masters and assistants, $187; and coach cleaners, $95. 

The 12 per cent wage cut made by the Labor Board, and 
which became effective July 1, is reflected in the figures given. 


sT.. L., & F&F. & TFT. RY. CO. NOTES 
The St. Louis, San Francisco & Texas Railway Company 
has applied to the Commission for authority to issue $284, 
987.47 of demand promissory notes and deliver them to the 
St. Louis-San Francisco Railway Company, to cover indebted- 
ness of the applicant to the St. Louis-San Francisco, which owns 
the capital stock of the applicant. 
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INTERLOCKING DIRECTORATES 


The Trafic World Washington Bureau 


Alfred P. Thom, as general counsel for the Association of 
Railway Executives; Robert S. Lovett, chairman of the Union 
Pacific, a director in the Illinois Central, New York Central, 
Chicago & Alton and their subsidiaries, and S. T. Bledsoe, for 
railroads in the Southwest generally, discussed the meaning 
of the interlocking directorate section of the interstate com- 
merce law before Commissioners Meyer, Eastman and Potter 
on November 30. They presented their views on the subject 
at the request of the Commission, because, as said by W. A. 
Colston, director of the Commission’s bureau of finance, the 
Commission had no established ideas as to the meaning of the 
prohibition against interlocking directorates which would ad- 
versely affect public or private interests. 


The discussion of the law made by Mr. Lovett was not a 
part of the program upon which the three commissioners were 
proceeding, but came up incidentally when Commissioner Meyer 
asked Mr. Thom whether he considered that the New York 
Central and the Illinois Central were in competition for traffic 
between Chicago and New York. He pointed out that the Illi- 
nois Central owns the Central of Georgia and the Ocean Steam- 
ship Company of Savannah, so that it has a possible freight 
line between Chicago and New York. Mr. Thom said he thought 
it better not for him to express an opinion about individual 
cases, lest he prejudice them through his ignorance of the facts. 


“Judge Lovett is in the room and he had better answer that 
question,” said Mr. Thom. Mr. Lovett, after Mr. Thom had 
completed his exposition of what he conceived the law to be, 
said that there is a possibility of competition between every 
railroad in the country; that is to say, potential competition, 
although the men who operate them may never think of that 
possibility of competition. He said that he had never consid- 
ered the possibility of competition between Chicago and New 
York, but that a few weeks ago his attention had been directed 
to the fact that there is competition between the Big Four part 
of the New York Central and the Illinois Central in serving 
coal mines in southern Illinois. He said that he was not aware 
of that competition when he had filed his first application for 
permission to continue as a director in the two companies. 
When he was told, he amended his petition so as to set forth 
the fact that there is such competition. Directors, he said, 
usually devote themselves to financial affairs and seldom to 
trafic or operation. 

Commissioner Eastman asked him about the competition be- 
tween New Orleans and North Atlantic ports for the movement 
of export grain. He said that recently the president of the 
Illinois Central and the president of the New York Central had 
come to him with stories about the disagreement between the 
Atlantic port lines and the Illinois Central as to the measure 
of the differential on grain. He said he had preserved an im- 
partial attitude, only to learn that the rate was really made not 
by any American carrier, but by the Canadian rail and water 
lines. 


Mr. Thom, in his argument, said that where active and fierce 
competition is the predominant characteristic of the business of 
through railroads, the law undoubtedly meant there should not 
be common directors unless there were reasons, good in the eyes 
of the Commission, why it should permit common directors. 


As to what constituted a private interest, Mr. Thom sug- 
gested minority stockholders. Mr. Lovett in his discussion said 
that he would have to disagree with Mr. Thom on that point. 
His idea as to what constituted a private interest was the in- 
terest of a shipper in its relation to a carrier. He said that it 
was conceivable that a man having stockholdings in a railroad 
might be so interested as a shipper that he could not serve a 
carrier as a director in the best interest of the carrier. Minority 
stockholders and their interests, he pointed out, are not com- 
mitted to the care of the Interstate Commerce Commission. The 
recourse of the minority stockholders when they deem their in- 
terests to be placed in jeopardy is to the courts, therefore, he 
said, he could not agree with Mr. Thom at all with his definitions 
of private interests, in connection with the prohibition against 
interlocking directorates. 


In no conceivable circumstances, Mr. Thom said, would the 
Commission have the right to inquire about the character of 
the man desiring to hold a dual position. Character of the indi- 
vidual, he said, could never be made the test. The only test the 
law authorized, he said, would be that created by a diversity of 
interest which would bring about a conflict in the fiduciary duty 
or obligation. That is to say, if two roads were direct and pre- 
dominantly in competition, no man should be allowed to serve 
as a director of each company unless it was shown by over- 
whelming testimony that the man should be allowed to serve 
on the two boards. 

Commissioner Meyer, who is much interested in the pro- 
posed consolidation of railroads under the mandate of the law 
requiring the Commission to make up plans for bringing about 
consolidations, asked Mr. Thom many questions about directors 
on the boards of railroads in competing groups. Mr. Thom 
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insisted that the principle would be the same as that governing 
common directors on individual roads. 

Where there is a system of railroads, Mr. Thom said, there 
is a presumption in favor of a continuance of the present ar- 
rangement. In fact he suggested that, to prevent confusion at 
the beginning of the year, it issue a blanket order permitting 
present directors or the successors who might be elected at the 
beginning of the year to continue in office until the further order 
of the Commission. He said that such an order would be in the 
nature of the relief granted railroads when the long and short 
haul provision was passed in 1910. 

Where there is no system, Mr. Thom said, the presumption 
is against the continuance of common directors, but both pre- 
sumptions are rebuttable; that is, the presumption in neither 
case can stand in the face of a showing that a continuance of 
common directors militates against either public or private 
interest. 

In opening the discussion, Director Colston said the law 


afforded no standard or guide for the Commission in deciding the 
questions raised by the prohibition of interlocking directorates. 
Mr. Thom disagreed with him. The latter said the general pur- 
pose of the law to regulate, foster and promote commerce be- 
tween the states is ample rule to guide the Commission. The 
principles of equity should be applied in a broad but not in a 
narrow way. They govern the conduct of those holding fiduciary 
positions. 


In the matter of financial dealings of the railroads with 
banking houses and banks, he said the law should be admin- 
istered in a practical way and no man excluded from the priv- 
ilege of holding directorships in two or more companies, except 
when there was such a diversity of interest as to make it 
unthinkable that a man should undertake to serve in two com- 
panies. The purpose of the law, he said, is to save a man from 
being exposed to temptation through the holding of dual fidu- 
ciary positions. 

“Congress did not intend to make the Commission the judge 
of the fitness of a man to serve as a director,’ said Mr. Thom. 
“That is for the stockholders to decide.” 


S. T. Bledsoe devoted himself to the question of the extent 
of the Commission’s jurisdiction, holding that the Commission 
has nothing whatever to do with the question of the fitness of 
the individual, but solely with the relations between the com- 
panies. When it is shown.that the relations of the companies 
are such that no private or public interest will be prejudiced 
by the same man holding a place on the board of directors, the 
jurisdiction of the Commission is exhausted, he said. It can 
inquire to satisfy itself that there is no such conflict of interest 
as would result in hurt to the public, but when it has found 
there is none it is through, he maintained. 

Newman Erb, president of the Ann Arbor, wanted the Com- 
mission to give attention to the works of syndicate managers 
and reorganization committees. They, he said, reorganize a 
railroad and then put in self-perpetuating boards of directors, 
indicating that that was what had been done in the case of the 
Minneapolis & St. Louis. Erb also criticized voting trusts, 
under which the same men are continued on the boards of 
certain roads year after year. Commissioner Potter suggested 
that the part of the law under discussion does not deal with 
such things. Mr. Erb retorted that if it did not it should. He 
said the Commission could stop a good deal of that kind of 
work by its supervision of the issuance of securities. 

Erb’s reference to the Minneapolis & St. Louis brought to 
his feet M. L. Bell, who is on the board of directors of the 
Rock Island and the Minneapolis & St. Louis. Speaking in the 
third person, he said that if Bell was to be placed on trial for 
what he had done while a director of those properties, he was 
present and ready to be tried now. He said that he would be 
glad to give up either or both places, but he did not think it 
would be seemly for him to run away after he had persuaded 
some of his friends to invest their money in the properties. 
He said he considered it his duty to carry the burden and try 
to get them out in as good shape as they were when they went 
in, largely upon his solicitation and representation. 





INTERLOCKING DIRECTORATES 


The Commission has authorized the officers of the Lake 
Terminal Railroad Company to continue to hold their positions 
with the McKeesport Connecting Railroad Company and the 
Benwood & Wheeling Connecting Railway Company. It has 
also authorized the officers of the Elwood, Anderson & Lapelle 
Railroad Company to hold positions with the McKeesport Ter- 
minal Railroad Company. 

The Commission has authorized the common officers of the 
Nevada County Narrow Gauge Railroad Company and of the 
Sacramento Valley & Eastern Railway to retain their positions. 
Similar orders have been issued with respect to officers of the 
Fordyce & Princeton Railroad Company and of the El Dorado & 
Wesson Railway Company and of the West Virginia Northern 
Railroad Co., and of the Cambria & Indiana Railroad Company. 
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SECTION 34, MARINE ACT 


The Traffic World Washington Bureau 


President Harding has reached the same conclusion that 
President Wilson did with regard to the enforcement of section 
34 of the merchant marine act directing the abrogation of com- 
mercial treaties preventing the United States from imposing dis- 
criminating tonnage dues on foreign vessels or discriminating 
cuties on imports. He has decided that the provision can not 
be made effective and he will explain his reasons when he ad- 
dresses Congress at the opening session in December. It was 
indicated at the White House in connection with the situation 
that the President might suggest a substitute for section 3t 
when Congress is asked to repeal that section. President Wilson 
declined to enforce the section because he held such action would 
be a violation and breach of the treaties and also that it was 
not within the power of Congress to direct abrogation of the 
treaties. 

The advocates of section 34 of the merchant marine act, 
which will not be enforced by President Harding, desired the 
thirty-two commercial treaties it would have affected abrogated 
in whole or in part so that the United States would have been 
free to discriminate in favor of American shipping if that be- 
came necessary to establish permanently an American merchant 
marine of sufficient size to handle the bulk of the foreign trade of 
this country. It has been pointed out that resort to imposition of 
discriminatory duties or tonnage dues would not have neces- 
sarily followed enforcement of the section. The idea appears 
to have been that if some particular nation did not play fair 
with United States shipping in foreign ports, the United States 
could retaliate by the levying of discriminatory duties or ton- 
nage dues when the vessels of that country entered or attempted 
to enter a port of the United States. 

Section 34 has been regarded by active advocates of the up- 
building of an American merchant marine as a “twin sister” to 
section 28 under which export and import railroad rates: would 
apply only on shipments carried to and from the United States 
in American flag vessels. This section, on advice of the Ship- 
ping Board, was suspended some months ago by the Interstate 
Commerce Commission and it will remain inoperative until the 
Shipping Board advises the Commission that the United States 
has adequate tonnage to handle exports and imports at a par- 
ticular port or at all ports of the United States. With sections 
34 and 28, it has been contended, the United States could effect- 
ively compete with foreign vessels. 

The Shipping Board is making a thorough study of section 
28 and of the effect it would have if applied. Obviously, the 
board has taken into consideration other factors than the ques- 
tion of available American tonnage in delaying action on section 
28. The Shipping Board has around a thousand idle steel ves- 
sels and, with world shipping at low ebb, it is pointed out, there 
are enough American vessels to justify enforcement of the sec- 
tion at this moment, provided the vessels were in operation in 
established routes. 

“Whenever the board is of the opinion, however,” the sec- 
tion reads in part, “that adequate shipping facilities to or from 
any port in a possession or dependency of the United States or 
a foreign country are not afforded by the vessels so documented 
(vessels under the American flag) it shall certify this fact to 
the Interstate Commerce Commission, and the Commission may, 
by order, suspend the operation of the provisions of this section 
with respect to the rates, fares and charges for the transporta- 
tion by rail of persons and property transported from, or to be 
transported, to such ports, for such length of time and under 
such terms and conditions as it may prescribe in such order, or 
in any order supplemental thereto. Such suspension of opera- 
tion of the provisions of this section may be terminated by order 
of the Commission whenever the board is of the opinion that 
adequate shipping facilities by such vessels to such ports are 
afforded and shall so certify to the Commission.” 


Senator Ransdell of Louisiana, president of the National 
Merchant Marine Association, in a recent speech in New York 
declared the Jones act had been a law for a year and a half, 
“but that of all its provisions the ones that remain unenforced 
are those which would increase our share of our carrying trade 
and decrease the share of our foreign rivals.” In a speech in 
the Senate recently Senator Jones of Washington, whose name 
is usually carried as a prefix to the merchant marine act of 
1920, said he hoped rumors that the Harding administration did 
not intend to enforce this or that provision of the law were not 
true. The rumors to which the senator referred related to sec- 
tions 34 and 28. The position of the administration with regard 
to the enforcement of section 34 is now known. The same ¢can- 
not be definitely said with regard to section 28. Some doubt 
exists in certain quarters favorable to section 28 as to whether 
the section will ever be enforced. Chairman Lasker of the Ship- 
ping Board has declared that the board would enforce section 28. 

In a speech in New York October 5, after referring to the 
provisions of sections 34 and 28, and also to the provision in the 
law that American mail shall be carried in American ships, Mr. 
Lasker said: 

“It was the thought and hope of the framers of the Jones 
bill that the application of these three major and several other 
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minor provisions would render American tonnage such ex. 
traneous assistance as to increase their earning capacity, so as 
to enable our merchant marine to cope with foreign competi- 
tion, in spite of its higher original cost and subsequent greater 
costs of operations. The existence of these laws and mandates 
in the Jones act are only the forerunner of what must be done to 
bring their application into being. Until this time there has not 
existed, as is well known, a fully constituted Shipping Board 
with the organization to study the applications of the provisions 
of the Jones act. A wrong application of these provisions, in- 
stead of building an American merchant marine, may destroy it. 
The right application, it is hoped, will insure the end so much to 
be desired.” 

President Harding has in mind a substitute for section 34, 
What that substitute is is not known at this time, but indications 
are that if a substitute is recommended to Congress it will be in 
the nature of a subsidy of some kind for American ships. The 
preferential treatment that could have been accorded American 
shipping under section 34 and that may be accorded under sec. 
tion 28, it is pointed out, would in effect constitute a subsidy at 
the expense of foreign shipping. It is not believed that Congress 
will be asked to vote an outright subsidy of dollars and cents to 
aid the American merchant marine, but it is suggested that a 
plan might be worked out providing for an indirect subsidy of 
some sort. 

Section 34 of the merchant marine act follows: 


That in the judgment of Congress, articles or provisions in 
treaties or conventions to which the United States is a party, which 
restrict the right of the United States to impose discriminating 
customs duties on imports entering the United States in foreign ves- 
sels and in vessels of the United States, and which also restrict the 
right of the United States to impose discriminatory tonnage dues 
on foreign vessels and on vessels of the United States entering the 
United States should be terminated, and the President is hereby 
authorized and directed, within ninety days after this act becomes 
law, to give notice to the several governments, respectively, parties 
to such treaties or conventions, that so much thereof as imposes any 
such restriction on the United States will terminate on the expira- 
tion of such periods as may be required for the giving of such notice 
by the provisions of such treaties or convention. 





SALE OF SHIPPING BOARD VESSELS 


The Traffic World Washington Bureau 

“Now is the time to buy ships,’ said Chairman Lasker of 
the Shipping Board, November 29, in announcing that the Ship- 
ping Board would receive bids, December 21, on 28 cargo ves- 
sels, 3 ocean-going tugs, and 4 steel oil barges. Bids on the 
Northern Pacific, a 6,000-ton steel vessel, will be received De- 
cember 12. 

“The Shipping Board is ready to go ahead and sell ships 
at world prices,” said Chairman Lasker. “In Great Britain 
people are buying ships and are laying them aside for the time 
when business revives. We will sell some ships.” 

Mr. Lasker said he based his prediction on inquiries that 
had been made by prospective purchasers. 

The vessels to be offered for sale include three 12,000 D. W. 
T. twin-screw vessels, the South Bend, Marcia, and the Edellyn; 
one 12,000 D. W. T. twin screw Japanese built vessel, the East- 
ern Merchant; nine Japanese and Chinese built vessels—the 
Eastern Trader, 12,975 tons; the East Indian, 11,679 tons; the 
Eastern Shore, 11,054 tons; the Eastern Light, 10,705 tons; the 
Mandarin, Cathay, Oriental and Celestial, each 10,200 tons; and 
the Eastern Soldier, 10,625 tons; two 6,006 D. W. T. vessels, the 
Chickamauga and Pinellas; four 5,175 D. W. T. cargo vessels, the 
Bethnor, Macomet, Mason City and Maddequet; four 5,075 D. W. 
T. cargo vessels, the Tashmoo, Toledo Bridge, Oronoke and 
Suweid; two 5,300 D. W. T. vessels, the Absecon and the Tucka- 
hoe; one 5,000 D. W. T. vessel, the Minooka; one 5,210 D. W. T. 
vessel, the Delfina; one 8,597 D. W. T. vessel, the M. J. Scanlon. 

The board announced that bids from aliens and transfer to 


foreign registry would be considered in the case of the Northern 
Pacific. 


BRITISH OPPOSE HAGUE RULES 


Opposition to the adoption of the so-called Hague rules as 
a basis for amending the Harter act, which has assumed con- 
siderable proportions in this country, is also developing in Eng- 
land. According to a report in the London Times, the Baltic 
Exchange, convened recently by the Federation of Corn Trade 
Associations, in London, passed a resolution strongly condemn- 
ing the use of the document known as the received-for-shipment 
bill of lading, article 4 of the proposed rules in its entirety, and 
paragraphs 4, 5, 6 and 7 of article 3, which, according to the 
exchange, “release the carrier from his fair and equitable re- 
sponsibility, throwing the burden of the same upon the shipper.” 
T. Wiles, chairman of the exchange, said that the grain trade 
was not properly represented when the rules were drawn up 
and that the more he looked into them the more he realized 
how dangerous they were to the trade. 

“This meeting,’ said the resolution in closing, “is of the 
opinion that the Hague rules, as drafted, are not in the interests 
either of shippers or importers, and are not of a fair and equita- 
ble character; and it therefore declines to accept them as 4 
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basis with regards to bills of lading. Failing an agreement 
being reached between cargo owners and ship owners, it is 
preferable to await legislation.” 


PANAMA CANAL FIGURES 


In the fiscal year ended June 30, 1921, the Panama Canal had 
gross revenues of more than $27,000,000 and gross operating ex- 
penses of $24,500,000, according to the annual report of Gover- 
nor J. J. Morrow. Increased investment, additions, stock, etc., 
were estimated at $8,000,000. Revenues in excess of expenses 
were given as $2,750,000. 

Vessels under the American flag carried 5,163,000 tons of 
freight through the canal during the fiscal year, leading the 
ships of all other nations using the canal. The British came 
second with 3,738,250 tons; Japan third with 758,600 tons, and 
Norway fourth with 637,880 tons. The total tonnage moved 
through the canal was given as 11,600,000 tons. The tonnage 
carried by the American vessels exceeded that of the previous 
year by 615,885 tons. 


“That most important trade route served by the canal,” the 
governor said, “was between the east coast of the United States 
and the west coast of South America. Others of the principal 
routes were those from the east coast of the United States to the 
Far East and between the west coast of America and Europe.” 

The revenues from the collection of tolls are constantly in- 
creasing, according to the report, and attention also is directed to 
the fact that the canal affords quick service for American ships 
from coast to coast and in the world trade routes. 


Governor Morrow recommended legislation providing for 
assessment of tolls on the basis of the Panama Canal rules. Bills 
providing for that basis of collection are pending before con- 
gressional committees. 


SHIPPING BOARD VESSELS MOVED 


A protest by Murray Hurlbert, dock commissioner of New 
York City, against the removal of 100 Shipping Board vessels 
from their moorings in Jamaica Bay to winter quarters up the 
Hudson river, has brought a reply from Commissioner O’Connor 
of the board to the effect that the change was made because 
Jamaica Bay was not regarded as a proper place for the vessels 
this winter, on account of low tide and possibility of ice floes 
damaging the vessels. The board has under consideration the 
removal of about 60 ships tied up at New Orleans to Mobile, Ala., 
because it is believed the vessels will be safer in that harbor 
than at New Orleans. ; 


REPORT ON BILL OF LADING CASE 


The Trafic World Washington Bureau 


Overruling objections to its jurisdiction made by the Ship- 
ping Board and ocean carriers, who asserted that the Commission 
had no power over carriers by water in foreign trade, and deny- 
ing the limitations on its jurisdiction asserted by eastern car- 
riers, the Commission, in a report on further hearing in No. 
4844, has prescribed the form and conditions for a _ straight 
through export bill of lading. It has also indicated how order- 
notify bill forms should be made up. It has adopted rules and 
regulations constituting parts two and three of the form sub- 
mitted by the uniform bill of lading committee, 143 Liberty 
Street, New York, as modified by rules and regulations con- 
Stituting conditions in the form adopted by it and known as 
Appendix D. 


The Commission said that in a report to be issued shortly 
on the domestic bill of lading and live stock contract phase 
of the case, it would make rules and regulations prescribing 
the form to be used in connection with shipments to adjacent 
foreign countries, including transportation in connection with 
common carriers by water in foreign commerce whose vessels 
are registered under the laws of the United States. 


In general form, the rules and regulations approved in the 
report of the Commission are those agreed on in various con- 
ference held with the railroads and the steamship people. On 
account of questions of jurisdiction the Commission proceeded 
on the assumption that it would be better to have rules and 
regulations to which ocean carriers assented as not unreasonable, 
from their point of view, even while denying jurisdiction. It 
proceeded on the theory that it, by negotiation, could procure 
something that could be used, while, if it went much farther 
than the agreements reached in the conferences, it would invite 
litigation that would still farther delay the use of: the bill con- 
taining rules and regulations that were not objectionable. 


The domestic form bill of lading report is expected to be 
made not later than the close of business December 3. The 
order in the export bill report requires the carriers to publish 
the form in tariffs not later than February 15, and the under- 
Standing is that that will be the date for making the domestic 
form operative, although it is admitted that the carriers may 
not be able to get it ready by that day. 
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RATES ON IRON ORE AND FUEL 


The Trafic World Washington Bureau 


A formal complaint against rates on fuel to lake front iron 
furnaces has been prepared for the Donner, Lackawanna and 
other steel companies which have blast furnaces at Buffalo and 
other points on the lower Great Lakes. In the complaint, that 
section of the iron and steel industry which received no benefit 
from the elimination of the Ex Parte 74 increase on iron ore, asks 
not only for a reduction in rates on fuel, so as to restore the 
relationship that existed prior to the elimination of the 40 per 
cent increase, but also the fixing of minimum rates on iron ore. 
They ask minimum rates, so that the carriers may not again 
produce such a maladjustment as the complainants claim came 
into existence when the 40 per cent advance was wiped out. 

Preparation and filing of this complaint against rates on 
coal and coke and the request to establish minimum rates on 
iron ore were decided upon as soon as the eastern carriers an- 
nounced, November 25, that they had decided to extend the 
low rates on ore from December 31, their expiration date, to 
the end of March. At the same time they said they had decided 
not to make any reductions in rates on fuel. The announcement 
was doubly offensive to the lake front people, because the east- 
ern carriers not only refused to give them relief on fuel, but 
decided to continue the low rates on ore which caused what the 
lake front complainants contend is the worst possible adjust- 
ment that could be imagined. 

The complaint, if pressed, as there is reason to believe it 
will be, probably will create a fight in the iron and steel in- 
dustry. The interior blast-furnace interests are expected to 
contend that it was not good strategy for the lake front people 
to ask for minimum rates on ore, because that petition, if 
granted, will tend to ossify the ore rates and prevent any future 
reduction. The lake front people contend that they have been 
so severely injured that they have been forced, not only to fight 
for reductions in rates on fuel, but for the establishment of 
minimum rates on iron ore so as to prevent the recurrence of 
a situation such as the present. 

Eastern railroads have filed applications for sixth section 
permission to extend the ore tariffs, that otherwise would expire 
by limitation on December 31, to the end of March. At the 
time the applications were filed, there was no doubt about the 
ability of the eastern railroads to carry out their program, be- 
cause, apparently, the lake front furnace men were not of a 
mind to protest an extension of the low rates which they were 
claiming, in their formal complaint, caused acute discriminations 
against them. 

The railroads, in their conferences with the lake front blast- 
furnace people, denied the existence of any relationship between 
the rates on ore and those on fuel. Relationship of rates, usually, 
is understood to mean a relationship of rates covering either 
the same, or competitive commodities. Fuel and ore are not 
competitive. But the cost of assembling the raw materials 
needed in the production of pig iron for years was recognized 
as one of the factors to be recognized by the railroads in making 
rates on that commodity. They had a system of assembling 
rates which looked peculiar to the man who looked only at 
figures and made no effort to find out why the rate on coke, 
from a given point of origin to two blast-furnace points about 
equally distant, could vary so widely. The answer was that 
the rates on coke were made so that the two blast-furnace points 
would have to pay about the same amount of money to the 
railroads on the materials needed to make a ton of pig iron. 
The Commission, however, eight or nine years ago, condemned 
that kind of rate-making. 


The request of the lake front furnace men for minimum 
rates on ore may make it necessary for the Commission to go 
into the question of rates adjusted on such a basis. The ques- 
tion is not immediately involved in the complaint of the lake 
front people. There are, however, furnaces at points midway 
between the lake fronts and the Pittsburgh and Wheeling dis- 
tricts to which the question of assembling costs is not so simple 
as to furnaces in the two sharply competing districts. They 
are expected to intervene in the case, and in that way force to 
the front consideration of the problem how they may all be 
given rates upon which they can compete with their products in 
the markets of consumption. 


N. Y. C. & ST. L. BONDS 


The New York, Chicago & St. Louis has applied to the Com- 
mission for authority to issue its second and improvement mort- 
gage 6 per cent gold bonds, series A, in the aggregate amount 
of $1,008,000, and to issue $3,027,000 of series B bonds of the 
same class. The company also asks authority to pledge all or 
any part of the bonds as collateral security for a note or notes 
as may be issued from time to time by the company, when such 
bonds may not be pledged with the Director-General of Rail- 
roads. Specific authority is requested to pledge the issue of 
$1,008,000 of bonds with the Director-General as collateral secur- 
ity for a note evidencing the carrier’s indebtedness to the gov- 
ernment for additions and betterments during federal control. 
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Miscellaneous Decisions 

| Traffic Cases Recently Decided by State and Federal Courts 

4 (Digests taken from Reporters and Digests of National Reporter 

| System, published by West Publishing Co., St. Paul, Minn. 

4 Copyright by West Publishing Co.) 

Bs. Ss 


REGULATION OF COMMON CARRIERS 


Railroad Commissioners May Not Grant Authority Not Granted 
by Law or Corporate Charter: 

(Supreme Court of Florida.) Authority not granted by a 
corporate charter or by the law cannot be conferred by an order 
of the Railroad Commissioners.—State ex rel. Burr et al., R. R. 
Com’rs, vs. Jacksonville Terminal Co. et al., 89 Southern Rept., 

p. 641. 
Powers of Railroad Commission: 

(Supreme Court of Georgia.) Upon request of counsel for 
plaintiff in error the decision of this court in the case of Georgia 
Railway & Power Co. vs. Railroad Commission of Georgia, 149 
Ga. 1, 98 S. E. 696, 5 A. L. R. 1, has been reviewed, and after 
consideration of the ruling made, it appears that the requisite 
number of the judges now presiding are not in favor of revers- 
ing the decision so reviewed, and therefore the ruling there made 
stands unchanged. This ruling controls adversely to the plaintiff 
in error the issues presented here. But the court is further of 
the opinion that, independently of the ruling made in the case 
referred to, the Georgia Railway & Power Company was without 
authority to fix the rate which the plaintiffs in the court below 
sought to have enjoined, and that consequently the court did not 
err in granting the interlocutory injunction—Georgia Ry. & 
Power Co. et al. vs. Town of Decatur, 198 S. E. Rept., p. 615. 
Indictment for Falsifying Accounts of Interstate Carrier Held 

Sufficient: 

(Circuit Court of Appeals, Fourth Circuit.) An indictment 
under Interstate Commerce Act. Feb. 4, 1887, par. 20, par 7, 
(Comp. St. par. 8592), for falsifying the records of an interstate 
carrier, need not charge that such records were records pre- 
scribed by the Interstate Commerce Commission.—Kennedy vs. 
United States, 275 Federal Reporter, p. 182. 

Evidence Held to Sustain Conviction for Falsifying Records of 

Carrier: 

Uncontradicted evidence, including that of defendant, held 
to sustain a charge under Interstate Commerce Act, Feb. 4, 1887, 
par. 20, par. 7 (Comp. St. par. 8592), of wilfully failing or 
neglecting to make full, true, and correct entries in the accounts 
and records of an interstate carrier of facts appertaining to the 
carrier’s business.—Ibid. 

Memoranda Kept by Clerk Held Part of Carrier’s Records: 

Memoranda kept by the car clerk of a railroad company, 
devised by him as a part of the system of his office, held records 
of the company.—Ibid. 
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Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





LOSS OF, OR INJURY TO GOODS 


Carrier Held Liable for Negligent Handling of Shipment: 

(Supreme Court of Iowa.) Where notice of damage to ship- 
ment of grapes was in all respects sufficient to apprise defend- 
ant Director General of Railroads of the loss, the notice is not 
insufficient because captioned to the railroad company, since 
General Order 50, which was passed after the notice was given, 
relating to actions against the Director General, had no applica- 
tion—Bolatti vs. Wabash Ry. Co. et al., 184 N. W. Rept., p. 641. 
Notice of Damage to Shipment Sufficient, Though Not Directed 

to Director General: 

In an action for damages to a shipment of grapes, held, un- 
der the evidence relating to the negligent handling by terminal 
carrier, that court’s action in directing a verdict for defendant 
was error.—lIbid. 

Carrier Held Liable for Loss of Baggage by Fire Which Loss 

Could Have Been Prevented: 

(Supreme Court of Arkansas.) In an action by a traveler 
against a railroad company for the loss of a suitcase and con- 
tents, checked in defendant’s parcel room and destroyed by fire, 
evidence held to sustain a finding that defendant could, by the 
exercise of ordinary care, have prevented the loss.—Missouri 
Pacific R. Co. vs. Fukua, 233 S. W. Rept., p. 926. 

A contract under which a traveler checked a suitcase in the 
parcel room of a railroad, providing that “the carrier will not 
be responsible for loss, damage, or detention of articles, left in 
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storage for any amount in excess of $25,” held broad enough 
to cover liability on any account, including negligence.—Ibid. 

A warehouseman may limit his liability to an agreed value 
of the article received, where the rate charged was based on 
the value of the article.—Ibid. 


TELEGRAPHS AND TELEPHONES 


Damages for Mental Suffering Due to Failure to Deliver Message 

Held Too Remote: 

(Court of Civil Appeals of Texas.) Under Supreme Court 
rule 71-a (145 S. W. vii) and Vernon’s Sayles’ Ann. Civ. St. 
1914, art. 1612, assignments of error need not have been embod- 
ied in motion for new trial—Western Union Telegraph Co. vs, 
Waller, 233 S. W. Rept., p. 1026. 

Telegraph company, which failed to deliver to husband step- 
daughter’s message that wife was in a dangerous condition 
from blood poisoning, and that he should wire money imme. 
diately, and other telegram sent on following day that wife’s 
condition was very critical, and that he should come at once, 
was not liable to husband for mental pain and suffering sus- 
tained on receipt of telegram that wife had died, because he 
was prevented from furnishing wife and daughter financial 
assistance, and from wiring wife that he had received messages 
and was going to her on the first train, and delay in the prep- 
aration of wife’s body for burial, such damages being too remote, 
contingent, uncertain, and speculative.—Ibid. 

In husband’s action against telegraph company for negligent 
failure to deliver telegrams informing him of wife’s illness, 
admission of evidence that the wife, prior to her death, kept 
calling for the husband, and had been very much worried on 
being told that no response had been received from him in reply 
to the telegram, held error.—Ibid. 


BILLS OF LADING 

(Supreme Court of Appeals of West Virginia.) A party dis- 
counting a sight draft and receiving therewith a bill of lading 
for the goods, against the purchase price of which the draft is 
drawh, acquires a special property in such goods, and has a 
complete right to have them held as security for the payment 
of the draft——Old Nat. Bank of Waupaca vs. People’s Bank of 
Harrisville, 108 S. E. Rept., p. 716. 

A bank which discounts a draft with bill of lading attached 
is not, in the absence of bad faith, answerable to the drawee 
for the performance of the consignor’s contract.—Ibid. 

A consignee of goods, who is required to pay for the same 
before delivery, is entitled to inspect the goods before receiving 
the same and paying therefor. He may waive this right, how- 
ever, by paying for the goods and receiving them before such 
inspection, and, in case he does so, he cannot, upon later decid- 
ing to reject the goods, require payment of his money to him 
from a bank who is the assignee in good faith of a draft for 
the purchase money waybill of lading attached. His remedy, 
after paying the draft and receiving the goods, is an action 
against the seller for damages.—Ibid. 

A bank which discounts a sight draft for the purchase price 
of goods, with a bill of lading attached, is entitled to recover 
the amount of such draft from a correspondent bank to which 
it is sent for collection, where it is shown that such correspond- 
ent bank delivers such draft and bill of lading to the consignee 
upon deposit with it of the amount of the draft, who, in turn, 
surrenders such bill of lading to the carrier and receives the 
goods, even though it appear that the correspondent bank de- 
livered the bill of lading with the understanding that the con- 
signee might have his money back if he determined to reject 
the goods. Such correspondent bank has no authority to de- 
liver such bill of lading upon such conditions, unless it is spe- 
cifically authorized to do so by the assignee bank.—Ibid. 

DELAY IN TRANSPORTATION OR DELIVERY 
Liability of Carrier for Delay in Transportation of Dog’s Head 
to Laboratory for Examination: 

(Supreme Court of Arkansas.) Damages which might rea- 
sonably have been expected to follow from a breach of a con- 
tract may be recovered for such breach, and in determining 
what might reasonably have been contemplated, the nature and 
purpose of the contract, and the attending circumstances known 
to the parties at the time the contract was executed, may be 
considered.—Miles et al. vs. American Ry. Express Co., 233 S. W. 
Rept., p. 930. 

Where the head of a dog which had bitten a child was so 
delayed in transportation to a laboratory for microscopic exam- 
ination that it decomposed before delivery, rendering an exam- 
ination impossible, the carrier, which had notice of the facts, 
was liable for the expense of giving the Pasteur treatment, since 
it might have anticipated such a precaution in the event of 
such delay.—Ibid. 

Parent suing express company for negligent delay in delivery 
to laboratory of head of dog by whom child had been bitten, 
making examination for rabies impossible, could not recover 
for physical suffering endured by child in taking the Pasteur 
treatment.—Ibid. 

Parent of child bitten by dog, suing carrier for failure to 
deliver head of dog to laboratory until so decomposed as to 
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prevent a successful examination for rabies, could not recover 
damages for mental suffering, since damages cannot be recov- 
ered for mental suffering unaccompanied by physical injury.— 
id. 

” Parent of child bitten by a dog, suing express company for 
negligent delay in delivery of the dog’s head to laboratory for 
examination for rabies, requiring the child to undergo the 
Pasteur treatment, could not recover punitive damages from 
the express company in the absence of facts from which malice 
might be inferred.—lIbid. 


CARRIAGE OF LIVE STOCK 


(Kansas City Court of Appeals, Missouri.) A contract en- 
tered into by a station agent in behalf of his company with a 
shipper to furnish cattle cars held good.—Thee ei al. vs. Wabash 
Ry. Co., 2338 S. W. Rept., p. 959. 

" Where a station agent’s oral contract with a stock shipper 
io furnish cars was breached by the carrier, and the shipper 
subsequently entered into a written contract for shipment 
whereby he released all claims by reason of any prior verbal 
contract, held, that such release did not affect the cause of action 
on the oral contract, that being a different contract, upon which 
a right of action had already accrued.—lIbid. a 

All live stock contracts must be construed liberally in favor 
of the shipper against the carrier.—Ibid. 

In a suit by a live stock shipper against a carrier for breach 
of an oral agreement to furnish cars, failure to instruct as to 
the meaning of the term “oral contract” held not error.—Ibid. 

Where there is ample evidence to sustain a verdict for 
plaintiff, and the jury has passed upon it, the finding will not 
be disturbed on appeal.—Ibid. 


NEW ENGLAND DIVISIONS 
The Trafic World Washington Bureau 


Reargument of the New England division case, No. 11756. 
Bangor & Aroostook vs. Aberdeen & Rockfish et al., was held 
November 29, on the application of the complainants, who alleged 
that the Commission did not understand their demand or request 
when it had held that it had not the power to make a division 
of the rates “as a whole,” as between the railroads in New Eng- 
land, considered as a group, and the railroads outside of New 
England, also considered as a single group or as three groups 
if the Commission desired to regard them as such. 

In behalf of the New England lines, Charles F. Choate, Jr., 
contended that the divisions, when established, some of them 
as long as fifty years ago, were presumed to be reasonable. With 
that as a jumping off place, he said, the only duty upon the 
Commission was to ascertain if, since the establishment of the 
divisions, the New England railroads had been subjected to ex- 
ceptional burdens in the way of operating expenses. He inti- 
mated that it was ironical, in the extreme, for the Commission 
to have quoted the New England case, in which it prescribed 
the Anderson scale, as the one which supported it in its conclu- 
sion that the New England carriers were not entitled to an 
award of higher divisions from their connections beyond the 
Hudson, when, as he said, the report in that case is filled witb 
references to the peculiar burdens to which the seven typical 
New England roads are subjected. He said the Boston & Albany, 
and the extensions of the two Canadian roads that do business 
in New England, were omitted from the complaint for the reason 
that there is no question of divisions, as between themselves on 
the one hand and their parent companies on the other. r 

Henry Wolfe Bikle, for the Eastern Trunk Lines, and Se Re 
Bills for the Central Freight Association lines, particularly 
those doing business in the southern penitsula of Michigan, said 
that it was absurd for the New England roads to pick out a 
few divisions, designate them as typical, and then claim that 
they had shown the Commission enough to warrant it saying 
that the roads west of the Hudson River should contribute to 
the support of the New England carriers a certain percentage 
or even an arbitrary amount. He said that it was absurd to 
think that a just decision would be made if the Commission said 
that the Erie, for instance, should contribute as much as the 
New York Central, or the Pere Marquette as much as some of 
the eastern trunk lines. The Michigan roads, he said, were able 
to show, by their testimony that each of the burdens exhibited 
by the New England roads as peculiar to themselves was dupli- 
cated in the peninsula of Michigan, and, in some instances, the 
burden was a good deal heavier in comparison with the ability 
to bear it. 


G. & N. W. BONDS 
Authority to issue $75,000 of 6 per cent first mortgage gold 
bonds has been requested by the Gainesville & Northwestern 
Railroad Co. in an application filed with the Commission. The 
purpose of the issue is to enable the carrier to meet maturing 
obligations. 


D. M. & N. BONDS 
The Duluth, Missabe & Northern in an application filed with 
the Commission has asked authority to issue $1,174,000 of general 
mortgage 5 per cent gold bonds for the purpose of refunding 
its first division bonds of like amount. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member Of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

roblems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
| wire or a more elaborate treatment of any question—by the citation of 
| authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
Address Questions and Answers Department, 

Traffic Service ation, Colorado Building, Washington, D. C. 

— aS 

Freight Charges—Liability of Consignor for 


IHinois.—Question: Referring to issue of The Traffic World, 
November 12, 1921, page 1018, under caption, Freight—Liability 
of Consignor for—in reply to “Indiana,” I beg to inquire if you 
have taken into consideration the case of Yazoo & M. V. R. 
Co. vs. Zemurray, Circuit Court of Appeals, Fifth District, Jan- 
uary 16, 1917, No. 2909? 

In that case Judge Pardee made a ruling that may have some 
connection with, or influence upon, the adjustment of such 
cases as you refer to in your article mentioned. If so, I believe 
it will be of great value and information if you should find that 
decision in any way influences your expressed opinion. 

The subject is one that engages the best thought and comes 
up so frequently we all want light upon it, and will appreciate 
your own views. 

Answer: In our answer to “Indiana” you will observe is 
the following statement: “There are, however, some decisions 
which hold that, where the carrier has elected to collect a part 
of the freight charges from the consignee, he cannot change his 
base and proceed against the consignee (should be consignor), 
who was only technically liable.” This statement is based upon 
the Zemurray case. 

The decisions, as our answer indicates, are not entirely uni- 
form in their holdings as to which party is primarily liable 
for the payment of all or any part of the freight charges, after 
delivery of the shipment has been made, but in general hold 
that the consignor, as the party with whom the contract was 
made, may be held liable in any instance, while the consignee, 
after acceptance of the goods, is also liable for the freight 
charges. It, therefore, seems to follow that the carrier may 
elect from which party to collect the charges, and this election 


will, as a rule, be governed by the financial status of the parties, 
or their availability to suit. 


Storage Charges—Liability of Consignor for 


Pennsylvania.—Question: We forwarded an order bill of 
lading a consignment of car wheels, which arrived at destina- 
tion on September 22; consignee was notified by postal card 
notice on September 23, also on October 17, and as the party 
notified refused to accept shipment or answer such notice, ship- 
ment was consigned to public storage warehouse on October 25. 

Three days later we received notice that this shipment was 
on hand in public storage at risk and expense of owner. Imme- 
diately we forwarded the ordinal indorsed bill of lading with 
instructions to return shipment to our works, at the same time 
advising that we would not be liable for storage or other charges 
excepting the legal freight charges—in and out bound on ship- 
ment. We have now been presented with a freight bill, including 
storage charges $28.11 and cartage charges $4.00, for which we 
do not feel liable. Please advise if we are liable for these 
charges and, if possible, recite a previous case covering the 
situation. 

Answer: You do not state whether the shipment in question 
was @ carload or a less than carload consignment. We assume 
that it was a less than carload shipment. However, both the 
Demurrage and the Storage Rules contain a provision to the 
effect that notice of refused or unclaimed shipments shall be 
sent the consignor, when known, within a stated period of time, 
and that in case of failure by the carrier to send or give 
notice in accordance with this provision, no storage or demurrage 
charges will be assessed between the date on which the notice 
should have been given and the date on which it was actually 
sent or given. 

Under the Storage Rules notice should be immediately sent 
or given consignor of the refusal of less than carload shipments. 
Unclaimed less than carload shipments are treated as refused 
after fifteen calander days from expiration of free time. 

You, therefore, are not liable for the storage charges 
accruing between the time notice should have been sent, de- 
pending upon whether the shipment was refused or unclaimed, 
and the time notice was sent. 


Overcharge—Refund of, by Carrier 


Montana.—Question: It is my recollection that you have pub- 
lished sometime in the past, an article covering a ruling of the 
Interstate Commerce Commission, in regard to the payment of 
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overcharge claims after the time limit for collection through 
the courts has expired, to the effect that “when it has been 
shown that a shipment has been overcharged, even though the 
time limit for collection through the courts has expired, such 
claims should be paid.” 

Can you advise reference to this article or quote any ruling 
the Commission may have made on this subject? 


Answer: We are not aware of the opinion of the Commis- 
sion to which you refer. 


A statute of limitation when pleaded, in an action at law, 
is always a bar to recovery, but there is no ruling of the Com- 
mission, so far as we know, which prohibits the payment, by a 
carrier, of an overcharge, even though barred by the statute. 
In fact, in the case of Corporation Commission of Oklahoma 
vs. K. C. M. & O. Ry. Co., 32 I. C. C. 384, the Commission 
said: “The complainant asks reparation to the basis of 75 cents 
per 100 pounds, or in the sum of $1,863.60, which includes the 
overcharge referred to and an admitted overcharge in weight 
between Alius and Burkburnett. The cause of action on account 
of these overcharges, which aggregate $128.61, accrued more 
than two years before complaint for recovery was filed with 
this Commission, and hence, under section 16 of the commerce 
act, it does not lie with us to afford relief by an order for 
reparation. It does not follow, however, that the defendants 
are on this account relieved from their obligations and duties, 
as prescribed in section 6 of the act, to adhere to their estab- 
lished tariffs by neither collecting nor retaining rates that are 
more or less or different than the rates therein contained.” 

West Virginia.—Question: We had a shipment billed to 
C. H. Smith, Jacksonville, Fla., and routed via M. & M. T. Com- 
pany. Some time later the customer found the material in a dam- 
aged condition at the G. S. & F. depot, Jacksonville, marked 
C. G. Smith and consignee refused to accept the consignment. 

In the meantime we had claim filed for loss but offered to 
recondition the material if it was returned to the factory free of 
charge. The railroad company claims that non-delivery was due 
tour our improper marking of the bundles while we contend if 
the shipment had moved via the route shown on the bill of lading 
the consignee would have been on the lookout for it at the M. & 
M. T. Dock and could have accepted the material when it arrived. 
Will you please advise who is responsible for this claim? 

Answer: Apparently the damaged condition of the shipment, 
and not the misrouting of it on the part of the carrier, was 
the real reason for the refusal of the shipment by the consignee. 

However, the owner may not refuse a damaged shipment and 
hold the carrier liable for the full value of the shipment, unless 
the character of the shipment is, by the negligence of the shipper, 
so changed that it cannot be applied to the ordinary use of such 
property and is therefore practically worthless to him. There- 
fore, unless the shipment is worthless, the liability of the carrier 
is limited to the actual damaged sustained by reason of its negli- 
gence. 


Jurisdiction of the Interstate Commerce Commission 


Maryland.—Question: Please advise whether the question of 
jurisdiction of the Interstate Commerce Commission over export 
and import rail freight rates, where the rail haul is within the 
switching limits of port of exportation, has even been passed 
upon by the Commission itself or the Supreme Court. This applies 
also to traffic imported and delivered by rail carriers within the 
switching limits of the port of importation, no line haul being 
involved. If you can locate please give reference to Commission 
and quote decision. 

Answer: Section 1 of the Interstate Commerce Act states 
that the provisions thereof are applicable to common carriers en- 
gaged in the transportation of passengers or property wholly by 
railroad, or partly by railroad and partly by water when both are 
used under a common control, management, or arrangement, or 
arrangement for a continuous carriage or shipment, to or from 
any place in the United States to or from a foreign country, but 
only in so far as such transportation takes place withia the 
United States. 

We do not locate a case which specifically passes upon the 
question of whether or not a rail haul within the switching limits 
of the port in connection with the exportation or importation of 
treight is interstate traffic and subject to the jurisdiction of the 
Interstate Commerce Commission, although in the case of South- 
ern Pacific Terminal Company vs. Interstate Commerce Com- 
mission, 219 U. S. 498 the Supreme Court said: 

“It makes no difference, therefore, that the shipments of 
the products were not made on through bills of lading, or 
whether their initial point was Galveston or some other place in 
Texas. They were all destined for export, and by their delivery 
to the Galveston, Harrisburg & San Antonio Railway they 
must be considered as having been delivered to a carrier for 
transportation to their foreign destination, the terminal company 
being a part of the railway for such purpose. The case, there- 
fore, comes under Coe v. Errol, 116 U. S. 517, 29 L. ed. 715, 6 
Sup Ct. Rep. 475, where it is said that goods are in interstate, 
and necessarily as well in foreign, commerce when they have 
“actually started in the course of transportation to another state 
or been delivered to a carrier for transportation.” In Gulf, 
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C. & S. F. R. Co. v. Texas, 204 U. S. 403, 51 L. ed. 540, 27 Sup. 
Ct. Rep. 360, the facts are different, the case is not apposite.” 


Freight Cnarges—Liability of Consignee for 


Missouri.—Question: Please advise as to whether we are cor- 
rect in our contention as regards the collecting of balance due 
amounts on prepaid shipments from consignee. 

We contend that, if the consignee holds a prepaid bill of 
lading or one which has a notation thereon “to be prepaid” 
and there has been any undercharge on the shipment, the rail- 
road company should deliver the same to the consignee and 
endeavor to collect first from the consignor. If you know of 
any Interstate Commerce Commission ruling covering this ques- 
tion, please quote same. 

Answer: The consignor, as the party with whom the con- 
tract of shipment was made, is primarily liable for the pay- 
ment of the freight charges, including an undercharge. The 
acceptance of the goods by the consignee likewise makes him 
liable for the freight charges. The decisions are not entirely 
uniform, but in general hold that the undercharge may be col- 
lected from either the consignor or consignee, notwithstanding 
the provisions of the bill of lading as to the payment of the 
freight charges, by one or the other of the parties. See Duncan 
vs. Steel Co., 244 F. 258. 

Passage of Title Under Contract of Sale 

Illinois.—Question: What is considered f.o0. b. Chicago? Does 
delivery to a switching line in the Chicago switching distric 
constitute delivery at Chicago? 

This question comes up in connection with the following 
circumstances: Our salesman last January booked an order 
from a commission house at Chattanooga, Tennessee, and on the 
order when it was booked was inserted the routing: I. C. co 
L. & N. package car. All orders booked by our salesman are 
subject to acceptance by the Chicago office, and our acknowledg- 
ment of the order was on the basis of f. o. b. Chicago. The 
order blank on which the order was originally taken shows that 
we have warehouses at Riverdale, Illinois, and Reeseville, Wis- 
consin. 

This shipment of onion sets was delivered to the Baltimore 
& Ohio Chicago Terminal Railroad, and the routing “Tllinois 
Centrol clo L. & N. package car” was shown on the bill of lading, 
delivery being made to the B. & O. T. R. R., which is a switching 
road from our Riverdale, Illinois, plant, and on whose rails we 
are a listed industry. Shipment was billed out on February Ist, 
the date called for on the order, and the trap car in which 
it was loaded did not move until February 2d; was not handled 
by the Illinois Central outbound from Chicago proper until 
February 5th, and was delivered to the L. & N. R. R. at Evans- 
ville, on February 7th, arriving at Chattanooga on February 
16th, and was then refused by consignee. 

We are now suing to recover the value of these goods, the 
counter claim of the defendant being that the shipment was not 
delivered to the Illinois Central Railroad, but to another carrier, 
namely the B. & O. T. R. R. 

As our warehouse at Riverdale, Illinois, is in the Chicago 
switching district, Chicago rates apply on shipments made from 
there. Was the shipment delivered in accordance with the pur- 
chaser’s instructions? In other words, does delivery of a ship- 
ment to a switching road for delivery to the main line, con- 
stitute delivery to the main line? 

Answer: We are of the opinion that the shipper complied 
with the terms of the contract when the shipment was delivered 
to the Illinois Central R. R. at Chicago, by the B. & O. T. R. R. 
It is our view that all that was required of the the shipper, under 
the contract, was to deliver the shipment to the Illinois Central 
R. R. at Chicago, the B. & O. T. R. R. being a necessary agent 
of the shipper in making delivery to the Illinois Central R. R. 
and that title to the goods passed when delivery was made to. 
the Illinois Central at Chicago. 


Tariff Interpretation—Tariff Governed by Exceptions to Classi- 
fication in its Entirety When Same Bears Cross Reference 
to Exceptions, Except Where the Tariff Itself 
Specifically Excludes Exceptions 


lowa.— Question: Western Trunk Line Tariff No. 50-H speci- 
fies on the title page of same that it is governed except as other- 
wise provided by the Western Classification and Western Tariff 
Circular No. 1-N. Item No. 710 on page 196 of this tariff names 
rates on Agricultural Implements between certain points but it 
does not specifically state under this item that Western Trunk 
Line Circular No. 1-N applies. 

We have a claim entered with one of the carriers and they 
claim that in as much as it does not state specifically in this 
item that this circular applies, that same does not. We main- 
tain that inasmuch as it does not state under the item that the 
circular does not apply, that it would apply in view of the title 
page. As we maintain that inasmuch as the title page states 
that this circular applies, that it must. state specifically under 
the item that it does not apply before this circular can be 
ignored. Kindly advise who is correct in this matter. 

Answer: Since you do not state what the actual controversy 
is about, we will assume you had shipments of certain articles, 
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some or perhaps all of which are not specifically listed in Item 
710 nor in Western Classification as Agricultural Implements 
taking class “A,” and by using the exception sheet Circular No. 
1N you contend that articles named therein as subject to 
“Agricultural Implement Rates,” are added to the articles men- 
tioned or referred to, in Item 710, Tariff 50-H. 

Title page of Tariff 50-H states it is governed “except as 
otherwise provided herein” by Circular 1-N, which we under- 
stand to mean that all rates, rules and descriptions named in 
that tariff are subject to such additions or modifications as are 
carried in Circular 1-N, unless the application of Tariff 50-H 
negatives the use of 1-N by specific provision that 1-N will not 
govern a particular rate, or by the inclusion in connection with 
that particular rate, a rule or description which is so positive 
and complete that 1-N could not be used therewith without con- 
troverting the meaning of that rule or description. 

Item 710, Tariff 50-H merely provides that it will apply on 
“Asricultural Implements” taking class “A” under that heading 
in Western Classification, which is a mere convenient form 
of listing the articles on which the rates in Item 710 apply. Our 
view is that these implements are as effectively listed in Item 
710 as if they were actually printed therein. No one can deny 
that Item 710 contains agricultural implement rates, nor that 
Item 710 fails to provide for non-application of Circular 1-N in 
connection therewith. 

“Governed, except as otherwise provided,’ means what it 
states. If no contrary provision is found in Item 710, that item 
is “governed” by Circular 1-N. Any article listed in 1-N, there- 
fore, as taking “Agricultural Implement Rates” is also (by cross 
reference to Tariff 50-H to 1-N) to all intents and purposes 
added to Item 710 and subject to the rate in that Item. 


Notice of Claim 


New York.—Question: On June 22 last we acquainted you 
with details regarding a claim which we filed against the Great 
Northern Railway Company in the amount of $59.60, covering the 
loss of one (1) Cs. wrought pipe. 

The Great Northern Railway Company requested that we 
amend our claim by reducing same 50 per cent on account of 
the Pittsburgh agreement. You assisted us in this matter by 
printing your answer on pages 190 and 192 of your issue of 
July 23, 1921. 

We accordingly took the subject up with the Great North- 
ern Railway Company, who now disregard the Pittsburgh agree- 
ment entirely and have canceled our claim on the basis of the 
decision handed down by the Court of Appeals of the State of 
Maryland. 

We regret to trouble you further in this matter, but are 
anxious to know whether the decisions handed down by the 
states of Maryland and Minnesota are national in their scope 
and are to be accepted in authority over any decision that may 
be handed down by the Interstate Commerce Commission. 

Answer: Your communication of June 22 indicated only 
that the carriers were demanding that you accept a settlement 
of your claim on the basis of the so-called Pittsburgh agreement. 

It now appears that there is some question as to whether or 
not a claim or sufficient notice thereof was filed within the 
six months’ period stipulated in the. bill of lading. The deci- 
sions referred to by the carrier, namely, Carbic Mfg. Co. vs. 
Western Express Co., 184 N. W. 35, and Bronstein et al. vs. 
Payne, Director-General, 113 A. 648, hold that a tracer does not 
constitute notice of claim and that the provision in the bill of 
lading requiring notice of claims in writing cannot be waived 
by the carrier. As to interstate shipments, this is in accordance 
with the weight of authority and therefore unless a claim or 
sufficient notice thereof covering the loss was filed with the 
carrier within the stinulated time the carrier has a legal defense 
thereto. 


Delay Caused by Strike—Liability of Carrier 


Ohio.—Question: The standard form of bill of lading con- 
tains a provision to the effect that “except in case of negligence 
of carrier or party in possession (and the burden to prove free- 
dom from such negligence shall be on the carrier or party in 
possession), the carrier or party in possession shall not be liable 
for loss, damage or delay resulting from riots or strike.” It 
is Our understanding, however, that the courts of various states 
are not in general accord as to this clause being reasonable. 
In event the strikers win their cause, does that mean that the 
railroad company has been negligent, in that they were respon- 
sible for the strike; or, in event the strike is unsuccessful, does 
that relieve the carrier from all liability as being evidence that 
they were not negligent? Full information as to the foregoing 
will be appreciated. 

Answer: If the cause of the delay was an organized strike 
and resistance, which neither the railroad nor the civil authori- 
ties, which were called upon, could control, the carrier is not 
liable for delay to freight. Haas vs. K. C. Ft. S. & G. R. Co., 
(S. E. 629; Sherman vs. Penn. R. Co., 21 F. Cas. No. 12, 769, and 
PF. W. & C. R. R. Co. vs. Hayes, 25 Am. Rep. 422. 

If, on the other hand, the delay was caused because of the 
Carrier’s inability to secure promptly new men to take the place 
ol strikers or by its retaining in its employ men who wilfully 
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refuse to do their full duty and make only a pretense of per- 
forming the service for which they were employed, the company 
will not be excused for the delay. See Cent. R. R. & Banking 
Co. vs. Georgia Fruit & Vegetable Exchange, in which the court 
said: 


“Many cases have been examined and might be cited to 


the same effect (that armed resistance excused the carrier), a 
number of them of recent date; yet, after a most laborious in- 
vestigation, we have been unable to find any case wherein a 
carrier has been relieved of liability because of a strike, where 
the delay in forwarding the freight was caused, not by lawless 
violence on the part of its former servants, or their sympa- 
thizers, in preventing other employes from carrying out the 
companies’ business, but merely because of the carrier’s inability 
to promptly secure new men to take the place of the strikers.” 


It is doubtful, however, whether the carrier would be liable 
in the event the strike is of such a general character and so 


widespread as to render it an absolute impossibility for the 
carrier to employ sufficient men to operate its trains. 


The result of the strike does not, in any way, determine 


the liability of the carrier, for the reason that the carrier might 


have given in, even though the strikers’ demands were unrea- 
sonable or the strikers may have lost their cause and returned 
to their work, even though their demands were reasonable. 


Permit Notation vs. Routing Instructions 


Massachusetts.—Question: During the congested conditions 
in the late summer of 1920 we had occasion to make a shipment 
from a certain point to one of the larger cities where there 
are a number of delivery stations, and which movement re- 
quired permit authority. Application for permit was made by 
the consignee to the delivering line, and such authority when 
issued was issued by the delivering lines direct to the originating 
line, and the latter in turn advised us that they had a permit 
for the shipment, simply giving us the number and no other 
reference. 

Car was accordingly loaded and bill of lading issued showing 
the consignee and correct destination, but no specific delivery 
station was shown on the bill of lading, but the bill of lading 
did not show the permit number. 

Car moved to destination and was placed at a certain de- 
livery station specified for cars not billed to a specific delivery 
station, and finally was ordered to the required station delivery 


POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge, $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
forwardded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, IIl. 


POSITION WANTED—Young man, twenty-five, wants industrial 
traffic position, where ability and initiative given consideration. Best 
of references. Address A. M. B. 407, Traffic World, Chicago. 


POSITION WANTED—As Freight Auditor or Traffic Manager 
Short Line, twelve years’ experience in traffic work, station and 
general accounting and claims. Single. Location no object. Address 
I. C. H. 405, Traffic World, Chicago. 


POSITION WANTED—With railroad or industrial traffic depart- 
ment; two years’ actual experience traffic work, including rates. Also 
expert stenographer. Single. Location no object. Address I. L. N. 
403, Traffic World, Chicago. 




















POSITION WANTED—Young man, 26, ambitious, energetic, cor- 
respondence school graduate in traffic but without practical experience, 
desires position in traffic department of railroad or industrial concern 
where hard and conscientious work is recognized. Address O. C. G., 
Traffic World, Chicago. 





POSITION WANTED—I want to tie up permanently with some 
well established company that has real traffic or transportation trou- 
bles and appreciates the necessity of having them handled effectively. 
Have had twenty years’ experience in all branches from rate quota- 
tions to formal cases before the Commission. An unusually broad 
general business training will enable me to also handle other depart- 
ments if traffic matters will not require full time. Will furnish satis- 
factory evidence of real exectuive ability. Address J. C. P., care of 
Traffic World, Chicago. 





POSITION WANTED—Industrial or commercial traffic department. 
Fifteen years’ local freight office, large trunk line; five years’ indus- 
trial traffic experience. Open for immediate engagement; reasonable 
salary; age 40; married. D. A. N. 401, Traffic World, Chicago. 


POSITION WANTED—As Claim Agent, Chief Clerk or personal 
correspondent to official, railroad or industrial; aged 40; married; fif- 
teen years’ general railroad office experience; Mississippi River to east 
coast; now in general claim office; object, future. Address M. G., 
Traffic World, Chicago. 


_WANTED—Hard boiled rate clerks. Do not answer unless you are 
satisfied you can make good, as we want only rate men who can audit 
freight bills and catch all the overcharges. Address Freight Audit 
Company, 1018 Wabash Ave.. Chicago. 


FOR SALE—Several thousand No. 1 6x8—8 ft. oak railroad cross 
ties. Can also furnish oak switch ties and crossing plank to order. 
Have —” mills in operation. L. FE. Pearson, P. O. Box 315, South 
Bend, Ind. 
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at destination by consignee, who does not have a private siding 
at destination named. 

It subsequently developed that the permit authority specified 
the specific station delivery at destination to which the car was 
finally delivered. It is our contention that, in view of the fact 
that the permit authority spectified the specific station delivery 
required, and that permit authority was issued by the deliver- 
ing line to the originatng line and that no copy or other informa- 
tion other than the permit number was given us by the origi- 
nating line, that the delivering carrier was in error in not placing 
this car for the delivery specified in permit and that they are 
chargeable for additional freight demurrage, etc., which accrued, 
due to the fact that they did not deliver the car at that point. 

Answer: A permit is merely instructions to the operating 
and traffic employes of the carrier and a notice to the shipper 
that the car covered thereby may be shipped to the destination 
specified therein. Therefore, in our opinion, the noting of the 
permit number on the bill of lading did not ‘ake the place of 
routing instructions and thereby relieve the shipper of inserting 
in the bill of lading routing instructions calling for delivery at the 
particular delivery station at which delivery was desired. 

Sleeping Car Companies—Liability of 

Maryland.—Question: Is the Pullman Company responsible 
for loss of about $200 in money under circumstances substan- 
tially as follows? 

Passenger retires in lower berth about 11 p. m., laying trous- 
ers on head rest at foot of berth, containing purse in one pocket, 
paper money in another, and a small purse containing specie 
in another; passenger is awakened following morning by train 
conductor for additional transportation, at which time trousers 
are found lying across berth, the entire contents of pockets 
missing, except, however, two keys. Train conductor notifies 
Pullman porter, who approaches berth, questions passenger and 
endeavors to make him believe he has not thoroughly awakened; 
later, Pullman porter notifies Pullman conductor, who, upon ap- 
proaching passenger, simply asks several questions. 

Answer: While there are a few cases which hold a sleep- 
ing car company to the same liability as regards the baggage 
and effects of a passenger as an innkeeper, by the great weight 
of authority a sleeping car company does not undertake to main- 
tain a place where accommodation is furnished for the safety 
of its patrons’ property as an innkeeper does, and therefore 
it does not assume the exceptional liability for goods which 
the law imposes on common carriers of goods or innkeepers 
by reason of engaging in those public callings; but the measure 
of its duty and liability must be determined from the nature 
of its specific and implied engagements with its patrons. There- 
fore, a sleeping car company is not an insurer of the safety 
of a passenger’s property, luggage and effects, but is liable only 
for injuries or loss due to its negligence, and hence mere proof 
of loss of luggage which is taken by the passenger into a sleep- 
ing car does not, as a rule, make out either an absolute or a 
prima facie case of liability against the company. See the case 
of Goldstein vs. Pullman Co., 116 N. E. 376 (N. Y.), covering the 
liability of a sleeping car company for the loss of a traveling. bag. 


Baggage—Liability of Transfer Company Therefor 


Wisconsin.—Question: A trunk containing passenger’s ef- 
fect was checked from Kansas City to Chicago. The trunk 
was then left in the possession of the Chicago depot for a few 
days, and then rechecked via another carrier to a point in 
Wisconsin. 

The checking was done through a transfer company serving 
the carriers between the various passenger stations. Upon ar- 
rival of the trunk at final destination it was found that, although 
the appearance of the trunk did not indicate any damages, the 
contents of same was considerably damaged by water. The 
carrier at destination was notified and contents inspected and 
claim filed. 

Carriers now claim that records show that no occasion for 
damage by water existed while the trunk was in their possession, 
but that a heavy rain prevailed while the trunk was being trans- 
ferred from one depot to another. Is the carrier, under these 
conditions, liable for any part of the damages on account of the 
transfer company working jointly with the carriers, or is the 
transfer company wholly responsible for these damages? 

Answer: A earrier’s liability as insurer for a passenger’s 
baggage continues only during transportation and for such a 
time thereafter as affords the passenger a reasonable oppor- 
tunity to remove it. If the baggage remains in the carrier’s 
possession after the passenger has had a reasonable opportunity 
to remove it, the carrier’s liability in respect thereto is only 
that of a warehouseman, and as such it is bound to exercise only 
ordinary care in protecting the baggage, and is liable only for 
loss or injury caused by its negligence. 

Apparently, in the instant case, there was no contract for 
a through shipment and, therefore, if the initial carrier is sued 
no recovery can be had if it proves that the damage did not 
occur while in its possession as insurer, unless proof of its 
negligence as a warehouseman is established. 

The transfer company is liable either as an independent 
carrier of baggage, or as agent of the destination carrier, if it 
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was.acting as such, while the destination carrier may be sued 
for the damage whether occurring while the baggage was in 
its possession or in that of the transfer company, if its agent, 
but no recovery may be had for damage occurring prior to the 
receipt of the baggage by it or its agent, the transfer company 
if the latter was acting as its agent. 7m 
Burden of Proof on Carrier to Show Loss Occurred After Ter. 
mination of Liability as Carrier 

Michigan.—Question: On April 1, 1920, we made a shipment 
of one carload of flour to New Haven, Conn., consigned to our. 
selves with directions to notify John Jones, draft being attached 
to bill of lading. The railroad records show the car arrived at 
New Haven May 13 at noon, was placed May 14 at 6 a.m. The 
bill of lading was surrendered May 19 and car completely un. 
loaded on May 21. The check showed the consignee was short 
ten barrels of flour. 

The carrier contends that the plaintiff, in order to make 
out a prima facie case, must show delivery to the carrier, failure 
to deliver to consignee and also that the loss did not occur after 
May 15. 

We contend that it is incumbent upon the plaintiff in order 
to make out a prima facie case that it be shown that the quan. 
tity of flour was delivered to the carrier and a portion of it 
was short when delivery was taken by the consignee, the burden 
then to rest on the carrier to show that the loss occurred during 
its period of warehouseman’s liability or that the loss occurred 
by reason of some other cause for which it is not liable. 

Answer: If the claimant shows that a certain amount of 
goods are delivered to the carrier and that a lesser amount 
was delivered at destination, a prima facie case of negligence 
is made out and the burden is upon the carrier to show that 
his liability as carrier and an insurer had terminated before the 
loss occurred. 

Whether the goods were lost before or after the carrier had 
deposted them in its warehouse is a question of fact for the 
jury to determine, in case of suit. 


Duty of Carrier to Place Cars at Industries 


Rhode Island.—Question: A certain railroad has a siding on 
which they deliver material in carload quantities to different 
consignees, whose buildings are located on this sidetrack. A 
building is about to be erected on a vacant plot on this side- 
track and we have asked for the same service as other con- 
Signees are getting on this track, that is, delivery of certain 
material in carload lots only. 

This service was requested before construction work had 
been completed, as there would be no use of building if we 
could not have the service mentioned above. The railroads have 
refused to grant this, saying that it would be impracticable to 
delivery. 

We would like, therefore, an opinion of this, quoting, if 
possible, any court cases showing any discrimination against 
us, due to the fact that this service is refused. 

Answer: Apparently the track in question is one which 
can be used either as a team track or as an industry track, 
although seemingly used as an industry track serving the in- 
dustries located along the outer edge thereof. 

In the event the carrier serves other industries located on 
this track, but denies to you the same service, you are undoubtedly 
discriminated against, but whether this discrimination is unrea- 
sonable within the meaning of the act depends upon whether or 
not the use of the portion of the track in front of your ware- 
house as a place at which to spot cars would materially inter- 
fere with the use of the freight house by the carrier, which, no 
doubt, was in operation prior to the time the storehouse was 
acquired or built by you. This is a question of fact and, while 
we are unable to cite you to a similar case, it is our opinion 
that the carrier may rightfully refuse to place cars at that point 
if to do so would seriously interfere with the receipt and de- 
livery of goods at its freight depot. This view is, of course, 
based upon the supposition that the track in question is located 
on property owned or leased by the carrier. 


Tariff Interpretations—Intermediate Applications—“Portola Rate 
Proposition’—Application at Los Angeles, Cal., Rates Apply- 
ing from Eastern Points to Portola, Cal., Via Los Angeles 
California—Question: What has become known here 10 

California as the “Portola Rate Proposition” is creating quite 

a lot of discussion among traffic men. Probably your office has 

already been requested to give your opinion, in which case, one 

publication will serve all communications. 

The question is whether or not the rate on certain com- 
modities named in Transcontinental Freight Bureau Tariff 1-T, 
section 8, to Portola, Calif., via gateways, El Paso, Deming, 
Tucumcari or Albuquerque or Belen, N. M., is not also applicable 
to Los Angeles, Calif. 

Los Angeles is on the main line of the Southern Pacific 
Company, and the haul to Portola via these gateways would 
seemingly make the rate apply also to Los Angeles. 

On page 311 of this tariff is the following note, being carried 
on first page of section 3: “If the rates in section 1, section 2, 
or section 4 of this tariff make a lower charge on any shipment 
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than the rates in section 3 of this tariff, the rates in section 1, 
section 2 or section 4 (whichever is lowest) will be applied.” 

Similar note referring to the other sections of tariff is 
carried on the first page of section 2, wherein commodity rates 
are carried to Los Angeles and other “California common points.” 

The Portola rate is to be eliminated via gateways I have 
mentioned, as shown in supplement 14 of Tariff 1-T, effective 
December 1. 

Answer: Transcontinental Tariff No. 1-T, showing Portola, 
Calif., as a destination, also shows that rates applicable thereto 
may be applied via the gateways mentioned in your inquiry. 
Where the routing specified via any of these gateways is “South- 
ern Pacific, thence via destination line,’ and provision is made 
that routing via Southern Pacific will be via El Paso, Tex., it 
is our view that rates in section 3, applying to Portola, are 
properly applicable to shipments covered by section 2, when 
same are routed via Southern Pacific and Western Pacific beyond 
El Paso, and that as such routing of necessity compels move- 
ment through Los Angeles, consideration much be given to the 
application of such Portola rates as maxima at Los Angeles. 

It is clear to us that, under the alternative application of 
sections 2 and 8 of this tariff, if the Portola rates are applicable 
at Los Angeles, they should, when lower, be used in lieu of the 
specific Los Angeles rates named in section 2. The point to 
be determined is whether the Portola rates, in section 3, are 
applicable to Los Angeles. 

Item 5, note 3, page 102, above tariff, provides: “Stations 
not named in individual rate items will take the rate applicable 
to the next more direct station (as above provided), notwith- 
standing that such stations may be named in other commodity 
rate items.” 

This note amplifies the general intermediate application 
in note 2, item 5, and, to us, makes it clear that the rates in 
miscellaneous rate items (regardless of the section of the tariff 
in which they appear), are to be held as maxima at all directly 
intermediate points, except where specifically provided to the 
contrary in connection with such miscellaneous rates. 
Overcharges—Time Within Which to File Claims Accruing Dur- 

ing Federal Control with the Commission 

California—Question: The following appears in your issue 
of September 24, 1921, page 618: ‘‘Action on Senate bill No. 621, 
providing for extension of time to March 1, 1922, for the filing 
with the Commission of straight overcharge claims on shipments 
which moved during federal control, will not be taken by the 


HAVE YOU EVER THOUGHT OF HAVING 
A WASHINGTON OFFICE? 


IT IS RATHER AN EXPENSIVE PROPOSITION 


BUT OH! SO CONVENIENT 


Private room to work in, expert stenographers, wide carriage 
typewriters, duplicators, printing press, telephone, messengers, 
good nature and intelligence. 


We Have Established Such an Office for You 
and We Stand the Expense 
TAKE POSSESSION WHEN NEXT IN WASHINGTON 


SAMMIS, LAKE & COMPANY 
Whitefield Sammis 


Phone Main 2210 417 SOUTHERN BUILDING 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 










General Transfer and Storage Business 


Four Warehouses on Terminal Tracks 
255,000 Square Feet 


Special attention given Merchandise Stocks, 
Storage Accounts and handling of Car- 
loads for Distribution. 


NO SWITCHING CHARGE ON CARLOAD SHIPMENTS 
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Pacific — Caribbean — 


Gulf Line 


DIRECT SERVICE 
BETWEEN 


NEW ORLEANS 


GALVESTON 
HOUSTON 
MOBILE 


and 
San Diego, Los Angeles Harbor, San Francisco, 
Portland, Tacoma, Seattle and other Pacific 
Coast Ports via Panama Canal 
SS ALVARADO from the Gulf about November 15th 


SS DELCO . = Late November 


SS OSAGE ” = = - December 24th 
SS ELDORADO “ ” vas January 25th 


Rates quoted, bookings and other information furnished upon 
application 


THE STEELE STEAMSHIP LINES, Incorporated 


GENERAL GULF AGENTS 


630 Common St., New Orleans, La. 


Steele Bldg. SWAYNE & HOYT, Inc. 50 Broad St. 
Galveston, Texas 430 Sansome St. New York City 
San Francisco, Calif. 










“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


BETWEEN 


New York, Philadelphia, Baltimore 


Los Angeles (Wilmington) 
San Francisco, Portland, 
Seattle and Tacoma 


Through Bills of Lading issued to San Diego, Oakland, 
Stockton and Sacramento, Cal.; Astoria, Ore.; Tacoma, 
Wash.; Puget Sound, Hawaiian and Far East Ports 


For Rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
11 Water St., New York 


Telephone, Bowling Green, 7394 


Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. 
Keyser Building Drexel Building Oliver Building 


And at our Branch Offices in Los Angeles, San Francisco, 
Portland, Seattle and Teocmne 
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House committee on interstate commerce at least until some 

time in October. The committee will not meet until the first 

week in October. The bill was passed in the Senate last June. 

It was then referred to the House interstate commerce com- 

mittee, where it has been pending since. Just before the recess 

Representative Winslow, chairman of the committee, in a state- 

ment to The Traffic World, said the bill would be taken up 

after the congressional recess and predicted passage of the bill.” 

The government accounts were closed September 1, 1921, 
for traffic moved during the period of federal control. Please 
advise if any action has been taken by Congress having the 
effect of extending the date to March 1, 1922. 

Answer: A favorable report has been adopted by the House 
committee on interstate and foreign commerce on Senate bill 
621. The bill in this report was amended so as to add another 
six months’ time and, if enacted into law, will permit of the 
filing of claims for overcharges, with the Interstate Commerce 
Commission, up to September 1, 1922. 

Refunding Difference Between Amounts Collected: on Lawful 

Rate and Rate to Be Subsequently Established 

Michigan.—Question: Kindly give your opinion on the fol- 
lowing: During September, October and November of 1920, we 
received in the neighborhood of 100 cars tinplate from McKees- 
port, Pa. The majority of these were routed over the P. & L. E. 
and N. Y. C., with the exception of 36 cars, which came in over 
the Shore Line. 

The rate on tinplate or fifth class as originally published in 
Kelly’s I. C. C. 835, was 23% cents. The increase of 40 per cent, 
covered by supplement 5 of August 26, 1920, would make the 
rate 33 cents, on which basis transportation charges were as- 
sessed. 

On December 5, 1920, supplement 6 was published, making the 
fifth class rate 32% cents. We immediately filed overcharge 
claims with the New York Central, as it was our understanding 
that this rate should have applied from August 26, 1920. All 
claims were paid by the N. Y. C. in due course of time. The 
Shore Line, on the other hand, contend that the charges are 
just and correct, as the lower rate did not apply on cars moving 
previous to the publishing of supplement 6. 

Answer: This situation was brought about by the hori- 
zontal percentage increase in rates authorized in Ex Parte 74, 
effective August 26, 1920. A rate of 23144 cents advanced 40 
per cent became 33 cents, but in many instances this percentage 
increase caused 2 slight disruption of the New York-Chicago 
percentage formula, which is observed by all carriers in all 
rates between Trunk Line territory on one hand and Central 
Freight Association territory on the other. After percentage 
increases have been made, the carriers in this territory have 
usually revised the rates to reflect the proper percentage rela- 
tionship. For this purpose Supplement 6 to Kelly’s I. C. C. 835 
was issued, reducing the rate to 32% cents, effective December 
5. The title page of Supplement 6, above tariff, indicates that 
the rates are being revised to reflect the percentage formula. 

This condition of the tariffs, however, does not constitute 
a straight overcharge in rates during the period the 33-cent rate 
remained unchanged. The law provides that the lawfully estab- 
lished rate must be collected by the carrier; also that in order 
for a rate to be lawfully established it must be published and 
filed with the Commission, giving 30 days’ notice to the Com- 
mission and to the public, except where the Commission author- 
izes establishment of rates on less than statutory notice. Fur- 
ther, the rate schedule must bear the date on which same is 
to: become operative, and same may not be lawfully applied to 
any traffic moving prior to its effective date. From August 26 
to December 4, inclusive, the above rate was 33 cents and Car- 
riers have no grounds for collecting on any other basis. No 
concession may be made by refund or otherwise, from this rate, 
except by order of the Interstate Commerce Commission find- 
ing such rate to be in violation of the interstate commerce act. 
The carriers who have refunded the one-half cent difference 
have, no doubt, been authorized by the Interstate Commerce 
Commission to do so. They cannot be compelled, nor have they 
any right to refund any portion of the charges collected on the 
33-cent rate, except by order of the Commission. 

Tariff Interpretations—Application of Minimum Class Rates to 
Articles Taking Multiple or Percentages of Class Rate 
Illinois.—Question: We recently shipped 1,500 pounds of 

empty beverage bottles, returned from A to B, two points in 

Illinois, between which the fourth class rate is 22 cents per cwt. 

Shipment is subject to item 125 of Boyd’s Exception Sheet 1-P, 

providing one-half fourth class rating on empty beverage bottles, 

returned. 

Carriers insist upon collecting freight charges on basis of 
15 cents per cwt., giving as authority item 780 of Boyd’s Excep- 
tion Sheet 1-P. However, we are not convinced that the mini- 
mum class rate of 15 cents is proper in connection with this 
particular shipment and believe correct rate to be either 11 
cents per cwt. or 7% cents per cwt., which is one-half of fourth 
class minimum scale rate. Kindly favor us with your opinion 
on this matter. 

Answer: It is true that Boyd’s Exceptions Sheet Circular 
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No. 1-P, in item 125, provides that empty bottles will be subject 
to one-half of fourth class rates and that rule 780 of this same 
publication provides a minimum fourth class rate of 15 cents per 
100 pounds. However, in Charles Boldt Paper Mills vs. Director. 
General, 62 I. C. C. 471, the Commission ruled that an article tak. 
ing a percentage of a class rate is in fact a “class” rate for the 
purpose of applying the minimum class scale. We see no material 
difference between an article taking one-half of fourth class in 
Boyd’s Classification Exceptions and one taking 885 per cent 
of sixth class in Kelly’s Exceptions to Official Classification—jp 
determining whether a given rate is a “class” rate or a “com- 
modity” rate. This being the case, we refer you to the clause 
appearing in item 780 of Boyd’s Exceptions, reading: “The 
minimum rate on any article shall be the rate for the class at 
which that article is rated in the classification shown below 
applying in the territory where the shipment moves.” Further: 
“No rate shall be applied on any traffic moving under class rates 
lower than the amount in cents per 100 pounds for the respective 
classes as shown below for the several classifications.” 

The rating in item 125 is general. One-half of fourth class js 
the proper rating for beverage bottles, empty, returned, and a 
strict adherence to the above quoted application of item 78) 
does not negative this application. It is clear, however, that 
in applying one-half of fourth class to these bottles, certain 
“minimum” rates must be observed. The minimum rate for any 
article, as above stated, is that shown in the scale in item 780, 
To determine the class to which a given article is assigned for 
purpose of applying the minimum rate scale we are referred 
to the classification proper. If the article takes fourth class in 
the “classification shown below,’ then fourth class minimum 
rate must be observed on all articles which, in exception sheets 
are accorded one-half of fourth class. 

While item 125 provides one-half of fourth class on bottles 
returned, item 780 has the entire jurisdiction over “minimum 
rates,” even to the extent of including all articles listed in the 
same publication. Item 780 very clearly excludes all ratings 
listed in the exceptions circular and specifically directs us to 
the main classification, when it comes to determining the class 
—— an article will take when applying the minimum rate 
scale. 

It is not the minimum rate provided for the rating fixed by 
the “exceptions,” but the rate for the class which the article 
takes in the classification proper, which governs. 


Liability of Carrier for Losses from Tank Cars 


Ohio.—Question: A tank car of turpentine was loaded at 
Cincinnati May 5, 1921, to full shell capacity for movement to 
Chicago, Ill. After inspection at Cincinnati by initial line, it 
was found to be O. K. It moved to the next connecting carrier, 
where it was again inspected and pronounced O. K. It then 
moved to the third carrier, who accepted and moved it, without 
exception, to the Chicago yards, and there delivered to a switch- 
ing carrier on the same day, which carrier made no report of 
any bad order, but handled the car. The next a. m. after ar- 
rival the car was found to be off center in parallel direction, out- 
let pipe broken off and two-thirds of contents lost. The switch- 
ing line transferred lading to another car and delivered same to 
consignee. ' 

The initial line admits in writing that car passed their in- 
spection O. K. and the third line entering Chicago shows a 
clear record. The consignee alleges that we were at fault for 
not inspecting car. We have sworn testimony by two experts 
in our service that car was O. K., shell full and sealed. We 
maintain that we are not charged with being inspectors of tank 
car equipment, although this tank was leased to us, and that 
the carriers are liable for damage to this load to the same 
extent as if in a car owned by them. The switching line who 
wrecked the car contends that it is not responsible because the 
switching took place on level ground, that the car was old and 
impact was light. If their contention is correct, the so-called 
“unfair usage not established” and “level ground” rules would 
be the means of not paying a number of claims. Is carrier, in 
accepting and passing any vehicle of transportation, responsible 
and has he the burden of proving his non-liability? 

We contend that the switching line is liable to the same 
extent as the road line, but if it refuses to pay the claim, the 
road line should pay it, and arrange settlement with the switch: 
ing line. The goods were sold on a stated price, and we con 
tend that title passed to the consignee upon delivery to the 
carrier. While we have sold the same firm, freight prepaid, this 
shipment was billed open, collect, and we have always notified 
them that we do not sell goods delivered. They claim that ai 
should handle the claim and make collection from the carriel. 
We claim that we cannot do this unless they assign the claim 
to us. In the meantime, they refuse to pay invoice price until 
they collect from the carriers. 

Answer: When a common carrier receives goods for trans 
portation it becomes an insurer thereof and is liable for aty 
loss of or injury thereto, unless such loss or injury results from 
an act of God, the public enemy, the fault of the shipper, 
inherent infirmities in the goods. In an action against a carrie! 
for loss of or injury to goods, the plaintiff must show a delivery 
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Campbell 


SHIPPING TAGS 


stand for 


Economy and Efficiency 


They are made right and sold right 







Campbell Paper Box Co. 


SOUTH BEND, INDIANA 


WOOD BOXES 


Are the Safest Containers 





We Manufacture Only 

Quality Containers for 

Domestic and Export 
Shipments 


Box Shooks—4-Ones—Any Size or Style 


DAVID M. LEA & CO., Inc. 


RICHMOND, VA. 








Keep the Man Going Who 
Keeps Industry Going 


What oil is to the machine, health 
is to the worker. The efficiency of 
both is essential to good business. 

An average of 2% years of productiv- 
ity would be added to the life of every 
individual who’reaches the age of 17, 
if there were no fatal cases of tuber- 
culosis. The economic loss to America 
due to tuberculosis is more than 
$500,000,000 annually. 

It is your responsibility to combat 
this human and economic waste. 


Do it with Christmas Seals. 





Christmas Seal, 


The National, State and Local Tuberculosis 
Associations of the United States 
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North China 


Line 


Columbia Pacific Shipping Company 










Regular Direct Freight Service Without Transhipment 


PORTLAND, OREGON 
TO 


Yokohama, Kobe, Shanghai, Tsingtao, Tientsin 
(Taku Bar), Chinwangtao, Dairen 


SS WEST NOMENTUM .. Dec. 12 SS EASTERN SAILOR . Jan. 23 
SS WEST KADER .... Jan. 2 DS VE cieacwes Feb. 13 
Shanghai, Manila and Hongkong 


SS WEST CAYOTE .. . Dec. 17 
SS WEST KEATS ... . Jan. 17 


ALL AMERICAN FLAG A-1 STEEL STEAMERS 


Transhipment at Shanghai to American River Steamers 
for Hankow, Pukow, Nanking and other open 
Yangtze River Ports 








For information regarding Space, Rates, etc., apply to 


COLUMBIA PACIFIC SHIPPING CO., 44 Whitehall Street, 


.New York City 


UNITED AMERICAN LINES, INC., 327 South La Salle Street, 


Chicago, III. 


R. T. JOHNS & COMPANY, INC., teary Building. 


Seattle, Washington 


COLUMBIA PACIFIC SHIPPING CO. 


GENERAL OFFICES 
509-522 Board of Trade Building, PORTLAND, OREGON 












General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
Suite 822 Victoria Building, St. Louis, Mo. 


I. L. BURLINGAME, President J. F. ROACH, 


W. E. McGARRY, Vice-Pres. and Gen’! Mgr. Manager Demurrage Dept. 
J. C. RYAN, Traffic Manager A. E. HAID, Counsel 



























These officers have had years of experience in railroad 
service and are in position to render expert service to ship- 
pers anywhere in the United States. 

We organize traffic departments for any business or com- 
mercial body, place high-class managers in charge and 
fully support it from our general office. 

We furnish consulting service to your Traffic Depart- 
ment, if you have one, or will give you expert traffic de- 
partment service if you cannot afford to have a department 
of your own. 


We furnish rates; routes; handle rate cases with rate 
committees; prepare and handle cases before the Interstate 
Commerce Commission, State Public Service Commissions, 
or in any Court. 

We trace lost or delayed shipments; assist in securing 
cars for loading; furnish embargo information, finding open 
routes or secure permits. 

We look after our clients’ business during railroad 
strikes, congestions, or other transportation emergencies. 

We audit freight and demurrage bills and secure refund 
of overcharges. 


Consultation service furnished on engineering problems 
involving plant locations, track layout, etc. 


Inquiries solicited. List of satisfied clients furnished on 
request, 












Reference: Union Station Trust Co., St. Louis, Mo. 
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to the carrier in good condition and the failure to perform the 
contract or his duty according to his undertaking. Upon such 
a showing the carrier has the burden of proving that the loss 
occurred through some cause for which it is not liable as an 
insurer. Galveston, etc., R. R. vs. Wallace, 223 U. S. 481. 

Under the Carmack amendment the initial carrier is liable 
for any loss or injury occurring anywhere during transportation. 
The plaintiff is not restricted to suing the initial carrier alone. 
He may sue any intermediate or connecting carrier. The only 
requirement is that if he does sue a connecting carrier, he must 
prove that the loss occurred on the line of such carrier and 
through its fault. It may, therefore, be stated as the law that 
the Carmack amendment does not exempt from liability, ex- 
pressly or by implication, the terminal switching carrier or any 
other connecting carrier. 

In two federal cases, namely, A. G. S. vs. Morris & Co., 249 
F. 312, and Ry. Co. vs. American Cotton Oil Co., 249 F. 308, the 
question of the liability of a carrier for loss of oil from tank 
cars furnished by shippers has been considered. In one case 
(A. G. S. R. Co. vs. Morris, 249 F. 312) the loss resulted from a 
defect in the car, while in the other (Ry. Co. vs. American 
Cotton Oil Co., 249 F 308) it was caused by the improper seat- 
ing of the valve. In both decisions, however, the cases were re- 
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manded to the lower courts for re-trial on the ground that the 
questions of fact should have been submitted to the jury and 
that the lower court, therefore, erred in sustaining a motion 
by the plaintiff requesting the court to instruct a verdict for the 
plaintiff for the amount sued for. 

The federal judge, however, in both cases, held that if the 
matters set up by the railroad companies (in one case that g 
defective car was furnished, which defect was not apparent, and 
in the other case that the loss resulting from the negligence of 
the shipper in loading the car), if true, constituted a defense 
to the carrier. 

In the absence of statute or agreement, the risk of loss as 
between the buyer and the seller depends upon which party 
has title to the goods at the time such loss or injury occurs, go 
if the title has passed, the risk will be upon the buyer. 35 Cye, 
343. Where goods are sold to be shipped to the buyer, the 
place of delivery to the carrier, (it being regarded as the buyer's 
agent for the purpose of delivery) will ordinarily be deemed 
the place of sale. 

If, in the instant case, title passed to the buyer upon de- 
livery of the goods to the carrier, the buyer should pay for the 
goods and then proceed against the carrier for damages account 
of the loss in transit. 
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MISQUOTATION OF RATES 
Editor The Traffic World: 

I have noted with interest the several comments in connec- 
tion with the above subject, and particularly the article by N. E. 
Boucher, published November 26. Mr. Boucher has evidently mis- 
interpreted the language of that portion of Section 8 which he 
has quoted. The term, “or shall omit to do any act,” is specific, 
and technically cannot be used as a basis for reparation in the 
event of rate misquotation, as, in other words, the carrier has 
actually complied with the law, but imparted .erroneous infor- 
mation, which act is not provided for in this section. An amend- 
ment to Section 8 might, however, possibly be added something 
in line with the following: “Further in the event of a carrier 
being unable to comply with a demand to furnish a specific 
tariff and furnishes in lieu thereof, and upon request, a written 
rate quotation, which is later found to be lower than the legally 
published rate, that the carrier assume the difference in the 
amount accrued, provided that the party requesting such serv- 
ice can produce evidence of loss sustained on account of such 
misquotation.” 

It was not my intention to cause reflection to be cast on the 
effieiency of railroad rate bureaus, and I am afraid Mr. Stebbings 
overstepped the mark in that portion of his proposed amendment 
where he mentions misquotations being knowingly given. It is 
not reasonable to assume that a carrier would knowingly quote 
a rate lower than the one legally established, nor would it be 
policy knowingly to quote a higher rate. 

I am satisfied that all rate misquotations are due to error, 
as railroad employes are not infallible, but my point is that the 
shipping public should not be compelled to reimburse the rail- 
roads for their own errors which, in most cases, are not dis- 
covered until months later, and incidentally after a contract is 
closed between shippers. 


The situation is, I admit, a very difficult one to meet in view 
of the fact that Section 2 imposes on the carrier the duty of 
collecting all the lawful charges, but from a business viewpoint 
a earrier’s rate quotation is a contract price for its services, and 
should be adhered to. 

B. Scrivener, 
Acheson Graphite Company. 
Y., November 30, 1921. 


Niagara Falls, N. 


Editor The Traffic World: 

A few words in answer to Mr. Peckham’s letter of November 
10. Had that gentleman carefully read mine of October 28, this 
reply would have been unnecessary. 

Not only have I no desire to class rate clerks as common 
criminals, but, on the contrary, that class of workers rank high 
in my esteem. After re-reading my letter I am unable to see 
wherein such inference can be drawn or even that there had 
been any misquotation. 

Mr. Peckham says the laws are unjust to the railroads; wil!l 
he kindly be specific for our information? The penalty asked 
for by him already is provided in the transportation act. 

That tariffs should be simplified I agree; as some of them 





now read they require a super-expert to interpret them. One 
aim in mind, when suggesting an amendment to the law, was 
that, by penalizing the railroads for misquotations, they would 
be compelied to pay a sufficient wage so to retain such experts 
and also would be forced toward simplification of tariffs, thus 
insuring greater correctness in rate quotations. It should also 
be noted that punishment for deliberate violation applied to 
the part guilty, whether a shipper or railroad employe. 

The present law provides penalty for misquotation but does 
not protect the shipper from such; naturally there is no prosecu- 
tion. Section 8 of the present act may prove a remedy in case 
of damages caused through misquotation, but prevention of dam- 
ages is better than reimbursement. It would seem obvious that 
protection should be given equally to both railroads and ship- 
pers; neither should be allowed to evade their responsibilities. 

That anyone should attempt to excuse or condone erroneous 
rate quotations simply proves him ignorant of business customs 
in so far as they apply to the making of purchasing contracts. 
Where large tonnage is involved, the freight rate is a most im- 
portant factor and application to the railroad for written quo- 
tations should bring positively correct response; that upon which 
the buyer or seller can absolutely rely without question or doubt. 

Being convinced of its necessity and importance is my reason 
for urging amendment to the present laws. 


A. W. Stebbings. 
Elmira, N. Y., November 30, 1921. 





HEARINGS ON DIVISION CASES 


The Trafic World Washington Bureau 


The Commission has reopened for further hearing No. 12030, 
Federal Valley R. R. Co. vs. T. & O. C. et al., particularly for 
the submission of additional evidence to show the value of 
complainant’s railroad property used in the service of trans- 
portation; revenues and expenses from January 1, 1921, to date 
of hearing; tonnage from January .1, 1921, to date of hearing, 
by months; financial statement as of date of hearing; and, 
money expended on the Federal Valley Railroad since its opel- 
ation by present owners. The case has been assigned for heal- 
ing at Washington, December 12. 

The Commission also has reopened for further hearing No. 
12004, Wichita Northwestern Ry. Co. vs. C. R. I. & P. and Mis- 
souri Pacific R. R., particlarly for the submission of additional 
evidence of a nature similar to that asked for in its order re- 
opening No. 12030, Federal Valley R. R. Co. vs. T. & O. C. et al. 





CHANGES IN DOCKET 

Argument in No. 11941, set for Washington, November 29, 
was postponed to December 3. 

Argument in 12013, Atlantic Refining Co. vs. Director-Gen- 
eral, N. Y. N. H. & H. et al., assigned for November 26, at Wash- 
ington, D. C., was canceled. 

Hearing on No. 13028, George Green Lumber Co. et al. V5. 
Ann Arbor et al., which was scheduled before Examiner Hosmer? 
in Chicago, November 30, was indefinitely postponed. 
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Because You Are 
Vitally Interested 


IN THE 


General Rate 
Inquiry Hearings 


DECEMBER 14 


You will be glad to 
know that they will 
be promptly, fully 
and carefully reported 


IN 


The Daily Traffic World 


and that we will ac- 
cept your trial sub- 
scription to this ex- 
pedited service for 
a period of Thirty or 
Sixty Days. 


Samples and full information free 


The Traffic Service Corporation 
418 South Market 
CHICAGO, ILL. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Navigation Corp’n 
General Agents: Hamburg-American Line 


American-Hawaiian S. S. Co. 


INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 


CE DI coc vecsccecace ssedeus Dec. 3 Dec. 8 
eS ae Te aor Dec. 15 
BB. TER WRERRN 3 ccvicciccvccsccs csecess Dec. 17 Dec. 22 
WE PR ok iacsrecceses. swesdew Dec. 24 Dec. 29 


Sailings every Thursday from New York, every 
other Saturday from Boston and Philadelphia, 
and fortnightly from the Pacific Coast ports 


EUROPEAN SERVICE 


U. S. Pacific Coast Ports to the Principal Ports of the United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hamburg-American Line 


To Hamburg 
NEW YORK TO HAMBURG 
B.S. *MOUNT CLAY .....cccrcccccccccccccccvccescces Dec. 8 
8.8. ¢BAYERN ........-. ee TT ee Dec. 15 
S.S. *MOUNT CARROLL .....-ccccccccccccccccccccccs Dec. 22 
Oe te ee ee Dec. 29 
S.S. *MOUNT CLINTON ....wcccccccccccccccccvcccves Jan. 5 
S.S. FWUERTTEMBERG ..........ccccccccccccccccccces Jan. 12 


*Carries third-class passengers. 
¢Cabin and third-class passengers 


LOADING PIER 86, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 


. S.S. CALLISTO (Hamburg only—via Baltimore)....... Dec. 10 
BOSTON TO BREMEN AND HAMBURG 
S.S. CLARKSBURG (via Baltimore and Norfolk)....... Dec. 22 
BALTIMORE TO BREMEN AND HAMBURG 
S.S. DEUTSCHFELD (via Norfolk) .............eceeee0. Dec. 8 
S.S. CALLISTO (Hamburg only).........-.seseeeeceees Dec. 17 
$.S. CLARKSBURG (via Nerfelk) .....ccccccccccscccoce Dec. 29 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 

Oi: I, sicccesssccerresseenseveesasnnses Dec. 10 

EE. GER cecsencccccseveserencessensveeeoees Dec. 31 


NEW ORLEANS TO ROTTERDAM AND 
HAMBURG 
i I. Sinica wie cin ons wesiewc sce ee1w see ssie Early December 
S.S. WESTERWALD (Hamburg only).......... Early January 


Through bills of lading via Hamburg issued to all Scandinavian 
and Baltic Ports 












NEW YORK TO DUTCH EAST INDIES 


Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
atin ae cca swine ose ccencesnwanse Dec. 10 


Loading Pier 21, Pouch Terminal, Clifton, 8S. I. 


NEW YORK TO NORTH AFRICA, MALTA, 
EGYPT, LEVANT, RED SEA PORTS 
I I bois Bere oie hioeicaenccSeicscesocs Dec. 10 
Loading Pier 21, Pouch Terminal, Clifton, S. L 


General Offices: 39 BROADWAY, New York 


Telephone WHITEHALL 1020 


WESTERN FREIGHT OFFICE 
327 South LaSalle Street, Chicago Phone Wabash 4891 








BRANCH OFFICES 
40 Central Street, Boston Phone Fort Hill 3084 
Bourse Bldg., Philadelphia Phone Lombard 7050 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Francisce 
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Personal Notes 





pas == 6. 





Tullis T. Harkrader, 
newly elected president of 
the Traffic Club of New 
York, has been in the serv- 
ice of the American To- 
bacco Company, of which 
he is traffic manager, for 
the last twenty-two years. 
He was born in Middle- 
town, Ohio, and was first 
employed in New York by 
the Pennsylvania Railroad 
in 1897. Two years later 
he entered the service of 
the tobacco company and 
about a year ago was 
elected a director. He has 
been a member of the 
Traffic Club of New York 
since the year it was or- 
ganized and has_ served 
three years as a member 
of its board of governors. 





Geo. T. Russell, the newly elected president of the Traffic 
Club, Inc., of Troy, N. Y., entered railroad service as clerk in 
the office of the freight 
traffic manager of the 
Fitchburg Railroad and 
after the merger with the 
Boston & Maine Railroad 
was employed by the lat- 
ter road as assistant to 
the eastbound freight 
agent and contracting 
freight agent, with offices 
at Boston, and later trans- 
ferred to Troy as traveling 
freight agent. He left the 
railroad service in 1900 to 
become identified with 
water lines serving Mur- 
ray’s Line and the Hudson 
Navigation Company, re- 
signing from the latter 
company to organize and 
operate for two years the 
traffic bureau of the Troy 
Chamber of Commerce. In 
1917 he _ became traffic 
| manager for the Ludlum 
1 Steel Company. He was 

one of the incorporators 
of the traffic club and has been a strong advocate for close co- 
operation between the shipper and carrier. 

















R. M. Taliaferro, Jr., has been appointed traveling freight 
agent, at Jacksonville, Fla., and William E. Bilger, traveling 
freight agent, at Boston, for the Norfolk & Western Railway. 

The Chicago & Eastern Illinois Railroad has announced 
the following appointments: J. D. Sneed, general agent, De- 
troit; J. E. Wittemore, traffic agent, Detroit; George W. Ward, 
traffic agent, Pittsburgh; H. J. Dentzman, general agent, freight 
department, St. Louis; E. C. Walter, traffic agent, freight de- 
partment, Kansas City, Mo.; L. G. Lucia, general agent, freight 
department, Milwaukee; John P. New, traveling freight agent, 
Milwaukee; Frank T. Lonergan, traffic agent, freight department, 
Minneapolis; Harry A. Perkins, general agent, freight depart- 
ment, Memphis; L. B. Granthan, traveling freight agent, Mem- 
phis; Jasper Triteline, traffic agent, freight department, Bir- 
mingham; L. C. Shirah, traffic agent, Jacksonville, Fla.; N. C. 
Calvert, general agent, Dallas; W. C. Butcher, traveling pas- 
senger agent, Dallas; Wallace Green, traveling freight agent, 
Dallas; C. C. King, division freight agent, Selma, III. 

H. H. Scott has been appointed traveling freight agent for 
the Kansas City Southern and the Texarkana & Ft. Smith 
railways, at Houston, Tex. 

H. M. Baker has been appointed traveling freight agent for 
the Baltimore & Ohio Railroad, at Elkins, W. Va. 

The General Chemical Company has announced the ap- 
pointment of John D. Ross, formerly local traffic manager at 
Chicago, to the position of traffic manager at New York, suc- 
ceeding George H. Stevenson, who died. 

H. N. Roberts has been appointed general freight and pas- 
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senger agent for the Wichita Falls, Ranger & Ft Worth Rail. 
road, at Ranger, Tex., vice J. M. Strupper, who resigned. 

Charles W. Balch has been appointed traveling freight agen; 
for the Atlanta, Birmingham & Atlantic Railway, at Chicago. 

H. B. Folk, formerly agent for the Old Dominion Line, has 
been appointed agent for the Richmond-New York Steamship 
Company, at Newport News, in charge of that company’s newly 
inaugurated service between New York and Newport News 

Herman S. Garvey, general agent for the Boston & Maine 
Railroad, has been placed in charge of the new traffic agency of 
that road in Detroit. 

George A. Schroeder, secretary of the Milwaukee Traflic 
Club and former traffic manager for the Milwaukee Chamber of 
Commerce, died at his home in Milwaukee, November 28. 

John M. Dewberry has been appointed general coal and 
coke agent for the Louisville & Nashville Railroad, at Louisville, 
vice E. H. Dulaney, who resigned. Henry E. Kremer has been 
appointed assistant general freight agent for the same road, at 
Louisville, vice C. D. Quinn, who has been assigned to other 
duties. 

William R. Moore, who resigned as traffic manager for the 
Cumberland, Md., Chamber of Commerce in November and 
became traffic manager for the Ideal Cocoa & Chocolate Com- 
pany, New York, has been persuaded to return to his old position. 

B. T. Jones has been appointed agent for the Central Freight 
Association Tariff Bureau, at Chicago. 

The St. Louis Southwestern Railway has announced the fol- 
lowing appointments: T. L. Hirshman, general agent, freight 
department, St. Louis; W. F. Knobeloch, assistant general freight 
agent, St. Louis; H. D. Landry, assistant general freight agent, 
Little Rock, Ark. 

C. D. Quinn has been appointed assistant to the vice-president 
of the Louisville & Nashville Railroad, at Louisville. 

The following appointments have been announced by the 
Illinois Central: C. C. Cameron, general freight agent for the 
northern and western lines; William Haywood, general freight 
agent in charge of solicitation; J. V. Lanigan, general passenger 
agent, Chicago; J. W. Stevenson, assistant general passenger 
agent, Chicago. 

L. F. Burckart, formerly assistant traffic manager of the 
Chevrolet Motor Company, has been appointed traffic manager 
of the Chamber of Commerce, Flint, Mich. 


DOINGS OF THE TRAFFIC CLUBS 


Colonel H. D. Loveland, railroad commissioner of California, 
spoke on “State Regulation of Public Utilities” at the meeting 
of the Pacific Traffic Association, held in the Chamber of Com- 
merce assembly hall, San Francisco, November 29. Stuart Dag- 
get, dean of the college of commerce, University of California, 
spoke on “The History of the Santa Fe Railroad.” 








The Traffic Club of New England gave its annual entertain- 
ment at Jordan Hall, Boston. “Nothing But the Truth,” a 
three-act play, was presented by the Athenian Players, and the 
traffic club orchestra and glee club furnished selections be 
tween acts. 


Election of officers of the Traffic Club of Kansas City will 
take place at the City Club rooms, December 6. A smoker and 
entertainment will follow the meeting. 





The annual meeting and informal dinner of the Traffic Club 
of New York was held at the Waldorf-Astoria, November 29. 
The following officers were elected: President, T. T. Harkrader, 
traffic manager, the American Tobacco Company; vice-presidents, 
S. M. Stevenson, general eastern freight agent, Norfolk & West- 
ern Railroad, and C. L. Hilleary, traffic manager, F. W. Wool- 
worth & Co.; secretary, Charlton A. Swope, general eastern 
freight agent, Louisville & Nashville Railroad; treasurer, Frank 
C. Earle; governors, George F. Hichborn, general traffic mat 
ager, U. S. Rubber Company; J. A. Martin, general agent, Chi 
cago, Burlington & Quincy Railroad, and L. M. Porter, assistant 
traffic manager, Fruit Despatch Company. 

The Flint Transportation Club of the Chamber of Commerce 
held a banquet at the Hotel Durant November 17. Stuart A. 
Allen, freight traffic manager, B. & O. Railway, Chicago; Georg¢ 
C. Conn, director of traffic, Buick Motor Company, Flint; Wm. 
E. Holler, managing director of the Chamber of Commerce, and 
James Sharpe, general western agent of the New York, Ontarl0 
& Western Railroad, were the speakers. 


ALFRED ON EMPLOYES’ RELATIONS 


To blame the present troubles of the railroads on the lack 
of initiative shown by their managing heads is to do a grave 
injustice to men who are doing their best but who are hat 
pered by legislative limitations on all sides, according to Frank 
H. Alfred, president and general manager of the Pere Marquette 
Railway, who spoke at a recent meeting of the Grand Rapids 
Traffic Club. Railroad managers, he said, are limited as 10 
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Transcontinental Rates to Pacific Coast Ports and 
Ocean Rates to Far East Reduced 


Write us for particulars 


= A. C. SHERRARD, Manager 
Aetna Service Company, Steamship Agents, Customs Brokers, Forwarding Agents 
Suite 1201, 14 East Jackson Boulevard, Chicago 


Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans Seattle San Francisco 


REGULAR SERVICES 
FREIGHT and PASSENGER 


Between 


MONTREAL 
BOSTON 


and 


NEW YORK PHILADELPHIA 
BALTIMORE PORTLAND, ME. 
UEENSTOWN 

PLYMOUTH 
LONDON 
LONDONDERRY 
CHERBOURG 


BRISTOL 
GLASGOW 
HAVRE 
ROTTERDAM 
DANZIG 
LEVANT 
Import and Export Freight Shipments Solicited 


COMPANY’S OFFICES, Cunard Building, CHICAGO 
S. W. Cor. Dearborn and Randolph Sts. Telephone Central 2050 





NOSA LINE 





Monthly Sailings to Principal Ports 
West Coast, South America —Direct Service 
Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 
For particulars opply 
604-12 Queen & Crescent Bldg., New Orleans, La. 


New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘“‘Orleanship” 








New Orleans & 


South American S.S.Co. 
INCORPORATED 


BROOKLYN 


THE TRAFFIC WORLD 








‘*PERSONAL SERVICE”’ 


1165 





Acquire an Expert Knowledge of+ 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping ?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 

domestic and foreign traffic? Then investigate the LaSalle potion 
Method of home-study in Interstate Commerce and Industrial and 

Railway Traffic Management. Find out how this course can assist 

you to better knowledge of traffic management by giving you 

& the experience of more than 70 of America’s well known author- 
ities and traffic executives. Write for catalog and 

low cost monthly payment p 


lan. 
LaSALLE EXTENSION UNIVERSITY 
' Department 1295-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 








Pacific Mail Steamship Co. 


PASSENGERS AND FREIGHT 


SAN FRANCISCO-BALTIMORE SERVICE 
“PANAMA CANAL CRUISE” 


From San Francisco, Los Angeles to Baltimore, calling at ports 
in Manzanillo, Mexico, San Jose de Guatemala, Acajutla, 
La Libertad, Salvador and Cuba. 
S.S. Ecuador sails from Baltimore December 21st 


S.S. Venezuela sails from San Francisco January 3rd 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
Sailings approximately every twenty-one days 


General Offices: 508 California Street, San Francisco 


10 Hanover Square, N. Y. Continental Building, Baltimore 


“The Sunshine Belt to the Orient” 


San Francisco to Honolulu, Yokohama, Kobe, Shanghai, 
anila, Hongkong 

Passenger and freight sailings by new and luxurious U. S. Ship- 

ping Board 21, 100-ton displacement, 1714-knot, steamers: S. S. 

Hoosier State (December 17th); S. S. Golden State (Jan- 

uary 14th); S. S. Empire State (February 7th). 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, 
Singapore, Colombo, Calcutta 
Passenger and Freight sailings by new and commodious U. S. 
Shipping Board steamers: S. S. Creole State (December 19th), 
S. S. Wolverine State (January 19th). 


Through bills of lading issued to and from points beyond ports of call 


For rates and other information apply to any railroad or tourist agency, or to 


PACIFIC MAIL STEAMSHIP CO. 
508 California St., San Francisco 
10 Hanover Square, Continental Building, Baltimore 


Managing Agents: U. S. Shipping Board 





NEW YORK 


MERCHANDISE STORAGE COMPANY, INC. ticuterace 


FOURTH AVENUE AND SIXTH STREET, BROOKLYN 


FACILITIES 


INSIST ON CLEAN—DEPENDABLE—STANDARDIZED WAREHOUSING 


AND SELECT YOUR WAREHOUSEMAN AS YOU WOULD YOUR OWN BANKER 


Fortnightly 
Sailings 


NAWSCO LINES 


100 A-1 Steel 


Steamers 


FAST REGULAR INTERCOASTAL FREIGHT SERVICE 


BOSTON, MASS. 
PHILADELPHIA, PA. and 
PORTLAND, ME. 


SAN DIEGO 
LOS ANGELES 
SAN FRANCISCO 


OAKLAND 
ASTORIA 
PORTLAND 


SEATTLE 
TACOMA 
VANCOUVER 


Through Bills-of-Lading to Hawaiian Islands and the Far East 


NORTH ATLANTIC AND WESTERN STEAMSHIP COMPANY 


Owners and Operators U. S. Shipping Board Ships 


136 South 4th Street, Philadelphia 
98 Exchange Street, Portland 


111 Summer Street, Boston 
2 Stone Street, New York 


601 Bessemer Building, Pittsburgh 
142 South Clark Street, Chicago 


or, ADMIRAL LINE, Pacific Coast Ports 
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possible income, on one hand, by the Commission, and are forced 
to maintain a high expense account, on the other, by the Labor 
Board. The recent clash with organized labor which all but 
resulted in a general strike was, Mr. Alfred said, no reflection 
on the ability and diplomacy of the railroad managers. Rather, 
the fact that there has been no major interruption of railroad 
services since the outlaw switchmen’s strike of April, 1920, in 
which time there have been numberless serious strikes in prac- 
tically every other line of industry in which the workers are 
organized, proved the method of handling employes’ relations 
used by the railroads to have been wise and effective. 

“Labor unions showed their unfairness in dealing with the 
employers through the advantage they took under a weak gov- 
ernmental administration,” said Mr. Alfred. “Times were when 
employers were unfair to labor, as to pay, hours of labor, and 
conditions. I give the labor organizations credit for having as- 
sisted the public to show the employer the-error of his ways and 
establish new standards for the laboring man.” 

Unfortunately, however, the speaker continued, having 
achieved its objects, organized labor did not rest, but forced 
its advantage until “the pendulum that once swung against labor 
now swings against the employers.” He said that it would be 
necessary for the unions to revise their methods and objects or 
admit that their purposes had been served and go out of business. 

“My theory of a remedy,” said Mr. Alfred, “is that the laws 
regulating the relations between the railroads and their em- 
ployes should be repealed, and that the only exaction put upon 
the railroads in connection with the handling of its labor should 
be the necessary requirements to insure safe, sanitary and hu- 
mane working conditions. Wages should be regulated entirely 
by the law of supply and demand, just as they are regulated in 
other lines of industry, and should be proportionate to rates paid 
by other lines of industry in the same territory for the same 
class of employment. There is no reason, in my judgment, for 
going beyond this requirement, beyond which our operations 
should be under what is known as the open shop, under which 
labor should be given its rights by legislation and not be per- 
mitted to encroach upon the rights of the public and upon private 
corporations through the practices now in force.” 

Mr. Alfred also touched upon the subject of motor trans- 
portation over highways, which, so long as it is unregulated and 
not required to contribute toward the maintenance of the high- 
ways, he declared to be an injustice to the public and the rail- 
roads that are required to furnish the funds for building these 
roads. He also pointed out the weakness in the plan of the gov- 
ernment for mobilizing motor trucks during the threatened strike 


because, he said, truck drivers were just as prone to strike as 
railroad workers. 


COAL TO CANTON, ILL. 


The question of jurisdiction cropped up at the beginning of 
the hearing on No. 12993, International Harvester Company et al. 
vs. Chicago, Burlington & Quincy, before Examiner Hosmer, in 
Chicago, November 26. The case involved the rate on soft coal 
from mines in the Farmington-St. Davis group to Canton, IIL., 
an intrastate movement, and was in the opinion of the examiner 
and the complainants, probably a matter for settlement by the 
Illinois commission. Kenneth Burgess, attorney for the carrier, 
asserted, however, that the rate attacked was fixed by the Inter- 
State Commerce Commission, and that, therefore, the shipper’s 
only recourse was in that body. 

The rate complained of was one which, according to W. M. 
Cave, traffic manager for the harvester comvpany’s Canton plant, 
had been raised from 1714 cents a ton, as of April 15, 1917, to 
67 cents at the present time, an increase of 283 per cent. Jusc 
prior to the promulgation of General Order 28, he said, the rate 
was 33 cents, and it was to that figure that he asked the Con- 
mission to reduce the rate for the future and down to whicn 
he asked reparation. The 33-cent rate, he said, would yield the 
railroad a per car earning in excess of $16.50, a ton-mile earning 
of 10 cents, and a car-mile earning of $5. The weighted aver- 
age haul on the coal involved, he said, was 5.3 miles, and the 
minimum haul 2 miles. He compared the rate paid and the 
rate asked with the charges made by the C. B. & Q. and other 
roads for hauls of comparable length. 

Objection to the latter comparison was made by R. B. Battey, 
coal traffic manager for the C. B. & Q., who insisted that the 
hauls used for comparison were, for the most part, switching 
movements. The movement involved, be said, was in no sense a 
switching movement, because it was performed with line haul 
engines, with line haul crews over the main line of the carrier. 
The rate as charged was reasonable. he said, and ought not, in 
justice to the carriers, be reduced, especially because it had been 
before the Commission previously and found reasonable. 








Cc. |. & L. BONDS 
The Chicago, Indianapolis & Louisville has applied to the 
Commission for authority to issue $955,000 of its first and gen- 
eral mortgage 5 per cent gold bonds to reimburse its treasury 
for expenditures from income or other moneys in its treasury. 
The company said it did not plan to sell the bonds at this time, 
but intended to pledge them for short term notes. 
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BARGE LINE RATES, ETC. 


The Traffic World Washington Bureay 


The complaint filed by the Secretary of War, as the operator 
of the Mississippi-Warrior Service, against the Aberdeen & 
Rockfish and all other railroads in the country (formal docket 
No. 13290), asking for joint rail-and-water rates from and to the 
ports on the Mississippi and Warrior rivers at which the gov- 
ernment’s barge line is prepared to interchange traffic with the 
railroads, is one of the most elaborate documents ever filed 
with the Commission. It contains nine maps showing the ter. 
ritories from which and to which the Secretary of War desires 
joint rates to be established. 

Theodore Brent is the real complainant in his capacity as 
manager of the barge line. He submitted that in the public in- 
terest and in the enforcement of provisions of the interstate 
commerce acts and particularly section 500 of the transportation 
law the Commission should institute an investigation into and 
concerning the public necessity for through routes and the rea- 
sonableness and propriety of joint rates to and from the ports 
mentioned; namely, New Orleans, Vicksburg, Memphis, Cairo, 
St. Louis, Mobile, Demopolis, Tuscaloosa, Birmingport and Cor- 
dova. He alleges in his complaint that the combinations now in 
effect are much higher than the corresponding all-rail rates and 
so high that the intensive development of the water-line service 
commanded in section 500 of the transportation act cannot be 
made. Therefore he asked the Commission not only to prescribe 
the rates, but also the divisions thereof. ; ; 

The complaint is novel, in form at least, in that it carries 
on the back page thereof a picture showing one of Brent’s tow- 
boats and barges on the Mississippi, with a few lines thereunder 
showing that it is a small Mississippi River tow of new a 
equipment carrying from ten to twelve thousand tons of hg t. 

A comprehensive picture of the Mississipp! river barge ine 
and what it is accomplishing in moving freight by water is giv “9 
in a statement prepared for the Department of Commerce y 
E. S. Gregg, chief of the transportation division of the Bureau 

i ign and Domestic Commerce. ; 
” oe pind the establishment of the service by the Rail- 
road Administration and the a of the — of the 

vi he Secretary of War, Mr. Gregg Said: wae ee 
wee pcteisactienisete ; freight service on the Mississippi the 
first consideration was to co-ordinate rail and river traffic. Satis- 
factory results could not be obtained if the merchants or manu- 
facturers were to confine their shipments solely to the water 
route. The wide distribution of products of the territory to ” 
served made it necessary to provide for an efficient interchange 
of freight between rail carriers and the barge system. It hse 
line was to be placed on a paying basis, suitable terminals w ere 
the first need. Accordingly, terminal limitations existing when 
the new line was started have been improved; and when en 
largements now under way have been completed, facilities for 
the rapid and efficient interchange of traffic will be assur ed. ‘ 

“There are three terminals where freight is received an 
delivered in the St. Louis district: The municipal dock, owned 
by the city; a modern terminal, being constructed at South St. 
Louis under the direction of the engineer corps, United States 
Army: and a small terminal at East St. Louis used in conjunction 
with track barges for handling freight. The last two are the 

roperty of the line. JZ 
ies New Orleans the barge line has the use of the municl- 
pal docks, enjoying preferential rights to 700 feet of wharf 
front. Another terminal, 720 feet in length, is under construc: 
tion at the export dock. A marine leg for unloading grain at 
the New Orleans public elevator is also being built in order to 
facilitate the unloading of barges. This improvement was made 
possible by loans authorized by the Secretary of War. 


“At Cairo, the barge line owns a floating terminal, consisting 
of four track barges capable of accommodating 36 cars at one 
ime. 

' “At Memphis the municipal terminal is used, which will be 
supplemented by an additional terminal now in course of con- 
struction. Funds for this purpose have been loaned to the cit) 
by the Secretary of War. ; 

“At Vicksburg the track barge for the terminal is practically 
completed, and suitable connections with rail lines are in course 
of construction; this, too, has been made possible by War De- 
partment loans to the city. 

“A comparison of the floating equipment owned and char- 
tered on June 30, 1920, and on August 31, 1921, is interestins. 
Cargo barges, which on June 30, 1920, numbered 44, on August 
31, 1921, numbered 50; towboats increased from 6 to 10; fuel 
flats numbered 4 on both dates; and miscellaneous floating equlD- 
ment increased from 2 to 23; that is, the total of 56 craft oD 
June 30, 1920, had increased to 87 by August 31, 1921. y 

“Four of the towboats—the Natchez, Vicksburg, St. Louis 
and Cairo—are steel twin-screw tunnel towboats of modern col 
struction, length 200 feet over all, molded breadth 40 feet, draft 
6 feet, and indicated horsepower 1,800. The other towboats are 
similar. 

“Forty of the steel cargo barges are 230 feet in length over 
all, with a molded breadth of 45 fe@t, draft 5 feet 6 inches, and 
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HOUSTON, TEXAS 


Binyon-O’ Keefe Fireproof Stg. Co. 
The House of Real Service 








POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 
























DALLAS, TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 
Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 





No Waiting No Writing 
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MEXICO 


Exporters, Attention! 
Port of Laredo Cleared 


Through the splendid cooperation of the National 
Lines of Mexico, freight congestion, at this port 
has been entirely relieved and we are now pre- 
pared to render service of the highest efficiency. 


Route your merchandise for reforwarding via our 


PACKAGE CARS 


FIVE to SIX DAY SERVICE to MEXICO CITY 


Camphuis & Company, Inc. 
Forwarding Agents 
LAREDO .. . TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


OFFICES: 
Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps. Juarez, Chih. 


Piedras Negras, Coah. Mexico City Monterrey, N. L. 


Write us for fall particulars and request 
a copy of our shipping instructions. 


No Telephones No Tariffs 


‘A child can find them’’ 


FREIGHT RATES 


To and from points in the United States and Canada 


Furnishes Executives with the “MISSING COSTS” for all purchases and sales 





GETZLER’S GUIDE, Inc. 


. Rochester, New York 


Publishers of Loose Leaf Freight Rate Issues Since 1913 






MUSKOGEE, OKLA. | 


Muskogee Transfer & Storage Co. 
2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Pool Cars Distributed 
Railroad Siding. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Delivery Service and Carioad 
Distributors 


























ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain of Warehouses 


B. R. & P. WAREHOUSE, Inc. 
LOUISVILLE FREIGHT 


Carload, Less than Carload and 


Pool Car Distributors 


Official Transfer Co. for all Louisville Railroads 
Write us—or Phone Long Distance, Main 329 


Louisville Taxicab and Transfer Co., xixils 
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cargo capacity of 2,000 tons. Ten of these barges have been 
adapted to carry cargoes of 118,400 gallons each of oil or other 
liquids in the wing compartments. The remaining barges are 
smaller in size and capacity. Five barges and two towboats 
are chartered, but the rest of the equipment is owned by the 
barge line. 

“Sailings are made weekly from each terminal. The down- 
stream schedule from St. Louis to New Orleans averages 8 days. 
Upstream (New Orleans to St. Louis), the average schedule is 
16 days. 

“In addition to the local river traffic, the Mississippi line now 
serves a wide region, including points in Southeastern, Central 
Freight Association and Western Trunk Line territories, at sub- 
stantial savings in transportation charges, through joint rates 
established with the rail carriers. The differential rates be- 
tween New Orleans, Memphis and St. Louis, as published by the 
traffic department of the line, are approximately 20 per cent 
lower than those over the all-rail routes; and rates correspond- 
ingly low are in effect to and from interior points in 16 states. 

“The table below shows the principal commodities moving 
on the Missssippi river, northbound and southbound, from No- 
vember 1, 1919, to August 31, 1921. It will be noted that the 
southbound movement of wheat exceeds all other commodities in 
either direction. The commodity next in importance is sisal, of 


which 61,648 short tons moved northbound. ‘Coffee also moved 
northbound in large volume. 


PRINCIPAL COMMODITIES TRANSPORTED BY MISSISSIPPI 
RIVER LINE, NOVEMBER 1, 1919, TO AUGUST 31, 1921 


Northbound Southbound Total 

Commodities Short Tons Short Tons Short Tons 
BE” Sanus me cutansanes Gamncues. caanee aii 134,346 134,346 
BND, .- ax bck iets aise’ cndlnva.ce elacahcacarertoes indi el Ba Rceebiarete oe 840s haisewee 61,648 
MM dicsériip Hace cnsiwhaae eur mime beans 957 31,0123 31,970 
I, 056/50 bchG Oe visa clei Sees UI e Wena el piesies 23,159 23,159 
RD cine t-aceramatim atahdionaedee ome atnemremes 20,925 31 20,956 
IN, scales gh cyan ch eg ac GW rin bs Or: OF 20,385 20 20,405 
BPOML ANG Steel AFLICIES..... 0c cccccssceee 1,352 10,365 11,717 
OE ae ere 2,742 8,822 11,564 
Se er re 38 8,506 8,544 
ee nr ere | foe 8,307 
8 OO eee eT rT (oe 7,640 
ED: 6 hia nckemownunntaces dentoaacwe C045 8 sevees 6,645 
DIE Abner ind Cd eGeOes webeeonee nenens es hr 5,747 
I ae a ara alarae ine caer al conics dv nore wu ds ener Sior RWS nine 5,291 5,291 
Agricultural implements ................ spite 5,055 5,055 
a err 44 3,661 3,705 
NIN iiss ccceec nc eenedes oe aoe 2,690 2,690 
Packages (empty) returned............. 26 © 8=—S ewes 2,017 
PN UNI aco. 4041.0 9-aleasncns toler aiarutove aces 0 2,002 
i, RE CAA ee ey Oe enn ee et 19,027 63,916 82,943 
EE. bd iwaw avs cnntednabemne doses 159,476 296,875 456,351 


“Tonnage and revenues for southbound traffic are greatly in 
excess of those for movement in the reverse direction, as will 
be seen from the accompanying statement. Out of a total of 
456,351 tons handled from November 1, 1919, to August 31, 1921, 
296,875 tons of merchandise moved down the river. Since 
April, 1921, the use of this waterway has increased decidedly 
over that of the earlier mouths, the August tonnage showing the 
largest volume of business since the line began.” 


CARGO HANDLED AND GROSS REVENUES ON MISSISSIPPI 
RIVER LINE, NOVEMBER 1, 1919, TO AUGUST 31, 1921 


—Northbound— Total 








Southbound— 











Months Short Reve- Short Reve- Short Reve- 
1919— tons nue tons nue tons nue 
November ...... 1,876 $ 5,663 13,382 $ 37,720 15,258 $ 43,383 
December ...... 2,809 6,341 4,872 11,225 7,681 17,566 
1920 
SONGATY 20.02.0006 8,965 18,872 3,844 15,615 9,809 34,487 
February ........ 5,898 13,967 6,156 20,190 12,054 34,157 
MEATCR ..ccccevcc 8,819 29,768 7,699 39,385 16,518 69,153 
MOORE 6Sicieeneioces 5,766 22,648 6,407 34,420 12,173 57,068 
a 5,391 19,494 19,846 83,271 25,237 102,765 
MNES iG Gerececciiecnaie 4,261 15,950 12,917 57,183 17,178 73,133 
SS rn ae 5,731 28,985 9,671 41,639 15,402 70,624 
pS er 932 3,826 14,460 61,516 15,392 65,342 
September ...... 5,232 24,868 7,232 34,747 12,464 59,615 
OStORer .icccess 2,470 16,130 7,826 37,365 10,296 53,495 
November ...... 3,668 18,556 5,248 36,800 8,916 55,356 
December ....... 6,957 33,047 4,901 38,623 11,858 71,670 
1921— 
POMIOATY 6cicckviic 1,462 10,420 4,459 31,200 5,921 41,620 
February ....... 10,716 50,761 12,847 59,501 23,203 110,262 
(re 5,272 28,112 18,740 86,767 24,012 114,879 
eee 12,957 77,423 23,960 117,507 36,917 194,930 
NN | “wrace epiewcdialekes 13,929 75,220 20,483 97,667 34,412 172,887 
SOMO.  cunccsseacrs 18,451 96,761 20,025 106,344 38,476 203,105 
BENT. stig uidrlslsinccdars 10,140 53,563 34,689 143,719 44,829 197,282 
AUBUS .ocecveces 20,004 103,209 37,571 163,369 58,345 266,578 
Total ........159,476 $753,584 296,875 $1,355,773 456,351 $2,109,357 


TRANSCONTINENTAL LUMBER RATES 


Schedules of transcontinental rates on lumber and forest 
products, containing reductions to a basis ten cents higher than 
the rates in effect prior to Ex Parte 74, which it was expected 
would be filed with the Commission to become operative Decem- 
ber 6, have been delayed. Sixth section order No. 55795, which 
gave the Transcontinental Freight Bureau permission to file 
these tariffs on ten days’ notice, contained a clause which for- 
bade fourth section deviations in the new rates. Inasmuch as 
the tariffs which the proposed schedules were to cancel or sup- 
plement contain numerous deviations of that kind, which would 
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probably be aggravated under the proposed rates, the Commis. 
sion was asked to amend its order. 

On November 30 the bureau was notified that the order 
would be amended, as requested, by the elimination of any ref. 
erence to fourth section violations. Work on the new schedules 
is to be completed as soon as the amended order arrives in 
Chicago and is checked. Transcontinental carriers that expect 
to carry a considerable tonnage of forest products under the 
new rates are anxious to have them put into effect as soon as 
possible. There is said to be litthke movement of these com. 
modities by rail from the Northwest at the present time, but 
a tremendous volume is said to be moving via water, mostly 
in cargo lots, to the Atlantic ports. 

Since the formal concurrence of the eastern lines in the 
new rates, notices have been received by the bureau that the 
New Haven, the Boston & Maine and the Bangor & Aroostook 
desire a continuance of the present rates. The old rates will, 


therefore, be retained so far as traffic carried over those lines 
is concerned. 


OPERATING STATISTICS 


The Trafic World Washington Bureau 


Freight and passenger service operating statistics of 164 
Class 1 roads for September and the nine months ended with 
September, issued by the Bureau of Statistics of the Commis- 
sion, show that in September the net ton-miles amounted to 
30,825,000,000 as against 40,998,000,000 in September, 1920, and 
in the nine months, 252,882,000,000 net ton-miles as against 
334,457,000,000 net ton-miles in the same period of 1920, a de- 
crease of 81,575,000,000 net ton-miles for the nine-month period 
this year as compared with that in 1920. 

The average number of freight cars on line daily in Sep- 
tember was 2,440,507 as against 2,414,055 in September, 1920, 
and the number of stored cars was 154,032 as against 848 in 
September, 1920. In the nine months the average number of 
freight cars on line daily was 2,420,466 as against 2,480,818 in 
the same period in 1920, and the number of stored cars was 285,- 
922 as against 6,871 in the 1920 period. 

The per cent of unserviceable cars of total cars on line in 
September was 15.5 per cent as against 7.2 per cent in Septen- 
ber, 1920. Car-miles per car-day totaled 23.8 in September as 
against 28.2 in September, 1920; net ton-miles per car-day to- 
taled 421 as against 566 in September, 1920; net tons per loaded 
car averaged 27.1 in September as against 30 in September, 
1920; net tons per train averaged 679 in September as against 
746 in September, 1920; coal consumption in freight road serv- 
ice totaled 5,695,487 net tons in September as against 7,402,543 
net tons in September, 1920. 

For the nine months the per cent of unserviceable cars of 
total cars on line was 12.9 as against 6.8 in the 1920 period. 
Car-miles per car-day averaged 21.9 as against 24.5 in the 1920 
period; net ton-miles per car-day averaged 383 as against 492 
in the 1920 period; net tons per loaded car averaged 27.8 as 
against 28.9 in the 1920 period; net tons per train averaged 650 
as against 712 in the 1920 period; coal consumption in freigh! 
road service totaled 50,863,495 net tons as against 65,749,641 net 
tons in the 1920 period. 

In the passenger service in September passenger-train car- 
miles averaged 292,112,000 as against 311,544,000 in September, 
1920, and in the nine months, 2,604,762,000 as against 2,671,801,000 
in the corresponding period of 1920. Train-miles averaged 44,- 
819,000 in September as against 46,787,000 in September, 1920, 
and in the nine months, 409,443,000 as against 414,585,000 in the 
1920 period. 

Coal consumption in passenger road service totaled 2,414,961 
net tons in September as against 2,686,209 in September, 1920, 
and in the nine months, 22,950,510 net tons as against 24,978,502 
net tons in the 1920 period. 


SALE OF EQUIPMENT CERTIFICATES 


Director-General Davis has confirmed additional sales, at par 
plus accrued interest, of $2,539,100 of railroad equipment trust 
certificates now held by the government, as follows: Richmond, 
Fredericksburg & Potomac, 1922 to 1927, inclusive, $393,600; 
Atlantic Coast Line, 1922 to 1924, inclusive, $1,275,900; Virginian 
Railway, 1928 to 1935, inclusive, $869,600. 

The total amount of equipment trust certificates sold by the 
government to date, at par plus accrued interest, is $120,068,300. 

Director-General Davis has announced that he has, with the 
consent of the President, confirmed additional sales, at par plus 
accrued interest, of railroad equipment trust certificates now 
held by the government as follows: 





Alabama Great Southern, 1922 to 1935, inclusive............. $ 154,000 

Pittsburgh, McKeesport & Youghiogheny, 1922, to 1927, 
MONG «sre archer <cish i cieieicnrsrereseia sola sibel nera sialon bie) cine silanes 1,129,800 

Chicago Northwestern, 1922 to 1924; inclusive................ 1,994,700 
Total amount Gf these Gales 166 ie .ssikcsiidsicicseceeadeaden $3,278,500 


The sales were arranged by Eugene Meyer, Jr., managing 
director of the War Finance Corporation. The total amount of 


equipment trust certificates sold by the government to date is 
$117,529,200. 
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OFFEE IMPORTERS 


GALVESTON 


Since the re-establishment of rail rates has now given Galveston rates com- 
petitive with other ports based on geographical position, quantities of coffee are 
now being routed from Brazil to Galveston for distribution to points in the 
Mississippi Valley and West of the Mississippi River. 


Shipments can be handled for immediate reconsignment or for storage and 
concentration. If the latter is desired our services are combined with those of 
the Concentration Company, whose advertisement appears on this page. 


Our organization is strictly a Galveston organization, conversant with all 
facilities at this port. This feature alone is worth considerable to our clients in 
prompt forwarding. 











































CORRESPONDENCE SOLICITED 


THE STONE FORWARDING CORPORATION 


220—21st Street Galveston 


Forwarders and Customs Brokers 


Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 











Complete 
Organization 


Storage 









Modern 


Forwarding Facilities 
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Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc. ‘ &,%i2%; Manssst, GALVESTON 


Members of the American Warehouseman’s Asseciation - 
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COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 


“Production returns during the week ended November 19 
show that, with the stimulus of possible railroad and mine 
strikes withdrawn for the present, the market will no longer 
absorb as much as 9,000,000 tons a week,” the Geological Survey 
said in its current coal report. 

“Because of the successive holidays of All Saints’ day, elec- 
tion day and Armistice day, the two weeks immediately pre- 
ceding had afforded no real test of demand. The total output of 
soft coal in the week of November 19 is estimated at 8,843,000 
net tons. In comparison with the high point reached just before 
the news was received that a railroad strike had been averted, 
this was a decrease of 2,206,000 tons. 

“The all-rail movement to New England continued to decline 
in the week ended November 19. A total of 2,997 cars of an- 
thracite and 3,022 cars of bituminous coal were forwarded 
through the six rail gateways over the Hudson. When com- 
pared with the week preceding, decreases are shown of 35 and 
437 cars, respectively. Bituminous shipments were only two- 
thirds as great as those in the corresponding week of 1920. 

“The movement of soft coal up the lakes continues to de- 
cline as the close of the season approaches. During the week 
ended November 20, 273,569 tons were dumped at Lake Erie 
ports, a decrease from the preceding week of 106,042 tons. 

“Cumulative dumpings during the present season now stand 
at 22,625,575 tons and exceed the figures for 1919 and 1920 by 
about 175,000 tons. Compared with 1918, however, 1921 is six 
and a half million tons behind. 

“Receipts of both hard and soft coal at the head of Lake 
Superior increased during October. Reports from the United 
States engineer office show that a total of 1,065,000 net tons 
were unloaded, against 854,996 tons in September. Of the total 
receipts, 257,240 tons were anthracite and 808,260 tons were 
bituminous coal. 

“Total receipts during the present lake season have been 
9,640,924 tons. They exceed by a wide margin those in 1920 
and 1919, and are but 218,814 tons behind 1918. 

“The tidewater business through Hampton Roads continues 
to slacken, and in the week ended November 19 was back on a 
level with early October, before the flurry caused by apprehen- 
sion over a possible railroad strike. A total of 241,050 net tons 
was dumped into vessels as against 338,192 in the week of Octo- 
ber 29. The decline centered in the coastwise movement to New 
England, which fell from 172,564 to 149,597 tons. Exports 
amounted to only 35,212 tons.” 


PETITIONS FOR REHEARING, ETC. 
Complainant in No. 11489, Columbia Quarry Co. vs. Director- 
yeneral, has asked for a rehearing. 
The Director-General has asked the Commission to give 


further consideration to No. 11547, Pillsbury Flour Mills Co. 
et al. vs. Director-General et al. 


PRINTING AND WRAPPING PAPER RATES 


Paper producers who operate mills in Wisconsin and the 
northern peninsula of Michigan do not like the way the car- 
riers went about it to comply with the decision of the Commis- 
sion in the Michigan Paper Mills Traffic Association case, No. 
9987, reported at 59 I. C. C. 647. In their complaint in No. 
12986, Wisconsin Traffic Association vs. Algoma Central & Hud- 
son Bay et al., hearing on which was begun before Examiner 
Hosmer in Chicago, December 2, it was alleged that the carriers 
chose to remove the discrimination which the Commission said 
existed in the rates on printing and wrapping paper from the 
Michigan mills to destinations in Wisconsin, Illinois, Iowa, Mis- 
souri and Minnesota, to the extent that rates from the Michigan 
mills to consuming points in the states mentioned exceeded 
certain prescribed differentials over rates to the same destina- 
tions from the so-called Fox River and northern Wisconsin 
producing groups, by increasing the latter rates. The complain- 
ants also alleged that the carriers had included in the readjusted 
rates certain commodities not mentioned in the order in No. 
9987, as well as origin points and destination points other than 
those contained in the order. As a result, they claim, they have 
been damaged and numerous fourth section discrepancies have 
been created. 

C. R. Hillyer, attorney for the Wisconsin association, which 
comprises 35 producers with an annual tonnage of 400,000 of 
the commodities involved, told the examiner that when the 
schedules against which the complaint was brought were filed 
his clients asked that they be suspended and that their request 
was denied. Aside from the objections above enumerated, he said 
that it was his intention to attack the measure of the rates as 
being higher than reasonable. 

J. N. Davis, attorney for the C. M. & St. P., appearing for 
the western trunk lines, asked that the case be continued until 
the Commission decided the consolidated paper cases (doekets 
No. 11950, 11981 and 12108), in which a tentative report was 
recently made. He said the issues were similar and that he 
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did not think it fair to call on the carriers to defend the same 
matters over and over again. His proposal being overruled, he 
announced that the western lines would put in no testimony, but 
would ask the Commission, after the hearing, to consolidate the 
instant case with those mentioned. D. P. O’Connell, represent. 
ing the C. F. A. lines, said that he intended to put in testimony. 


L. & P. BRANCH ABANDONMENT 


The Commission has issued a certificate authorizing the 
Louisiana & Pacific Railway Company to abandon a branch line 
extending from Longville to Vandercook, La., a distance of 5.5 
miles. The branch was originally constructed as a logging fa- 
cility by the Longville Lumber Company, the cost being given 
as $54,234.84. The mill of the lumber company was destroyed 
by fire, June 3, 1921, and Longville will be abandoned, according 
to the Commission’s report. 


PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for Sep. 
tember, 1921, shows 11,020 cars held overtime—a percentage of 


05.48—as against 13,767 cars—-a percentage of 06.80—for Septem- 
ber, 1920. 


PAYMENTS TO CARRIERS 


The Railroad Administration reports the following final set- 
tlements, and has paid out to the several roads the following 
amounts: Los Angeles & Salt Lake Railroad Company, $800,000; 
Akron Union Passenger Depot Company, $14,000; Lorama Rail- 
road Company, $2.350. 


c. G. W. LOAN 


The Commission has approved a loan of $240,000 to the 
Chicago Great Western Railroad Company for a period of one 
year from December 1, 1921, to aid the company in meeting 
maturing indebtedness. 


Digest of New Complaints 


No. 13286. Empire Refineries, Inc., Tulsa, Okla., vs. Director General, 
as agent, Midland Valley et al. : 

Unjust and unreasonable rates on casinghead_biend from Tal- 
lant Switch, near Bigheart, Okla., to Ponca City, Okla. Asks 
reparation. a 
. 13287. Covert Gear Co., Inc., et al., Lockport, N. Y., 
vania et al. ; : 

Unjust and unreasonable rates on coal from points in Pennsyl- 
vania, Ohio and Virginia to Lockport, N. Y. Asks just and reason- 
able rates and reparation. : _ 

. 13288. Mississippi Valley Iron Co., St. Louis, vs. Chicago & North- 
western et al. ; aya? 

Unreasonable, exorbitant, unjust, unjustly discriminatory rate on 
iron ore from Ironwood, Mich., to Carondelet, Mo., to extent it 
exceeds the rate to Granite City, Ill., fixed by the Commission. 
Asks for a rate of $3.25 per gross ton and for reparation. 

. 13288, Sub. No. 1. Same vs. Same. 

Same complaint as to rate from Baraboo, Wis., to Carondelet. 
Mo. Asks for rate of $2.35 per gross ton and reparation, 

. 13289. Mark McFadden, Detroit, Mich., vs. Director General, as 
agent. 

"Vindiont and unreasonable rate of $4.10 per ton on_prepared coal 
from Pennsylvania points via Black Rock, N. Y., to Detroit, Mich., 
to the extent that it exceeded rate of $3.70. Asks reparation. 

. 13289, Sub. No. 1. R. L. Aylward, Detroit, Mich., vs. Same. 

Unjust and unreasonable rates on anthracite coal from Penn- 
sylvania points via Black Rock, N. Y.,*to Detroit. Asks repara- 
tion. 

13289, Sub. No. 2. Mark McFadden vs. Same. 

Unjust and unreasonable rates on anthracite coal from Pennsyl- 
vania points via Suspension Bridge, N. Y., to Detroit. Asks 
reparation. 

. 13289, Sub. No. 3. West Side Coal Co., Detroit, vs. Same. 

Unjust and unreasonable rates on prepared coal from Pennsy!- 
vania points via Black Rock, N. Y., to Detroit. Asks reparation. 

. 13289, Sub. No. 4. Schmied Coal and Lumber Co., Detroit, vs. 
Same. 

Unjust and unreasonable rates on anthracite coal from Pennsyl- 
vania points via Suspension Bridge, N. Y., to Detroit. Asks 
reparation. 

- 13289, Sub. No. 5. West Side Coal Co., Detroit, vs. Same. 3 

Unjust and unreasonable rates on prepared coal from Shamokin, 
Pa., to Detroit, via Black Rock, N. Y. Asks reparation. 

. 13289. Sub. No. 6 R. L. Aylward, Detroit, vs. Same. 

Unjust and unreasonable rates on anthracite coal from Pennsy]- 

vania producing points to Detroit via Buffalo, N. Y. Asks repara- 


tion. 
. 13289, Sub. No. 7. Same vs. Same. 

Unjust and unreasonable rates on prepared anthracite coal from 
producing points in Pennsylvania to Detroit via Black Rock, 
N. Y. Asks reparation. 

. 13289, Sub. No. 8. Union Coal Co., Detroit, vs. Same. 

Unjust and unreasonable rates on prepared coal from Carhon- 
dale, Pa., to Detroit, via Suspension Bridge, N. Y. Asks repara- 
tion. 

. 13289, Sub. No. 9. Mark McFadden vs. Same. 

Unjust and unreasonable rates on anthracite coal from Pennsy!- 
vania points to Detroit via Suspension Bridge, N. Y. Asks 
reparation. 

. 13289, Sub. No. 10. F. E. Burdette Coal Co., Detroit, vs. Same. | 

Unjust and unreasonable rates on prepared coal from Pennsy'- 
vania points to Detroit, via Black Rock, N. Y. : 

. 13290. The Secretary of War, operating Mississippi-Warrior Ser- 
vice, vs. Aberdeen & Rockfish et al. 

Asks Commission to institute investigation for the purpose of 
establishing through routes and joint rail-and-water, water-and- 
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Customs House Brokers 


MEXICO 


BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 
Branches in all Principal Cities in the Republic of Mexico 





Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN S. E. LEONARD 
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The Kansas City Southern Ry. 


PORT ARTHUR ROUTE 


DISULPHUR SPRINGS 
QAISILGAM SPRINGS 
VME TVILLE 

Mm SALLISAW 

seer T. SMITH 

> 


e SHADY POINT 
A POTEAU 
OWE c 2c 


YP WALDRON 
g 


OKLAHO 


BY HEAVENERY 
, 17) 


Monroe y fief? 


Vidahe 
A. 


/ ve RIDDERS 
- DE QUINGY 


The particular attention of EXPORTERS is 
called to exceptionally good facilities for handling 
export traffic via 


PORT ARTHUR, TEXAS 


1,729,460 Square Feet of Slips 
578,690 Square Feet of Wharves 
513,369 Square Feet of Sheds and Warehouses 


Steamship service by reliable established Lines to 
Mexican and European Ports 


INQUIRIES SOLICITED 
NO DELAY NO CONGESTION 


H. A. WEAVER, G. F. A. J. F. HOLDEN, Vice-Pres. 
Kansas City, Mo. ansas City, Mo. 
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rail and rail-water-and-rail rates from all points of origin on the 
lines operated by the Mississippi-Warrior Service to all destina- 
tions in the United States where there are all-rail rates in effect. 
Asks also for just and reasonable divisions. é 
No. 13291. Vim Motor Truck Co., Philadelphia, Pa., vs. Director Gen- 
eral, as agent. ' . 
Unjust and unreasonable charges on trucks from Philadelphia 
to Richmond, Va., because B. & O. did not comply with request of 
complainant to place trucks in public storage at Richmond, Va., 
but allowed shipment to remain in car. Asks reparation. _— 
No. 13292. Duluth Brewing and Malting Co., Duluth, Minn., vs. 
Director General, as agent, and Great Northern. 
Unjust and unreasonable rates on returned empty beverage car- 
riers from points in Minnesota, Montana and North Dakota to 
Duluth. Asks just and reasonable rates and reparation. 
No. 13294. -acific Grain Co., Portland, Ore., vs. Director General, as 
agent. 
Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential and prejudicial demurrage charges on grain from various 
points in Oregon, Washington and Idaho to Albina, Ore. Asks 
reparation. : 
No. 13295. The Atlantic Refining Co., Philadelphia, Pa., vs. Director 
yeneral, as agent. 


Unjust, unreasonable, unjustly discriminatory and unlawful rate 


of 27c on petroleum lubricating oil from Blissville, N. Y., to Pitts- 
burgh, Pa., in that it exceeded 24.5c. Asks reparation. 

No. 13296. Lehigh Portland Cement Co., Allentown, Pa., vs. Director 
General, as agent. 

Unjust, unreasonable and unduly prejudicial rates on cement 
from Ormrod and Chapman, Pa., to Miami, Fla. Asks reparation. 

No. 13296, Sub. 1. Same vs. Same. 

Unjust, unreasonable and unduly prejudicial rates on cement 

from Fordwick, Pa., to various destinations. Asks reparation. 
No. 13297. ‘Traffic Bureau, Chamber of Commerce, of Phoenix, Ariz., 
et al. vs. Southern Pacific. 

Unjust and unreasonable charges on straight and mixed C. L. of 
fresh fruits and vegetables from San Francisco and Los Angeles 
to Tucson, Ariz. Asks for reasonable rates and reparation. 

No. 13298. Traffic Bureau, Chamber of Commerce, of Phoenix, Ariz., 
et al. vs. Southern Pacific et al. 

Unreasonable rates on straight and mixed C. L. of fruits and 
vegetables from San Francisco and Los Angeles to Phoenix. Asks 
for reasonable rates and reparation. 


No. 13299. New Orleans Refining Co., Inc., New York City, vs. Santa 
Fe et al. 

Unjust and unreasonable rate on shipments of gas oil from 

Sapulpa and Cushing, Okla., to New Orleans for export. Asks 


reparation. 
No. 13300. Rockwood Sprinkler Co. of Illinois, Chicago, vs. Director 
General, as agent. 

Unjust, unreasonable, unjustly discriminatory rates on mixed 
carloads of wrought and cast iron pipe and fittings and valves from 
Chicago to Gueydan, La., because fifth class rate of 95c applied 
exceeded less than carload commodity rate of 85c and also com 
modity rates of 60c and 62c to other Louisiana stations. Asks 
reparation. 

No. 13301. J. L. Frederick Grain Co., St. Joseph, Mo.. vs. Director 
General, as agent. 

Unjust and unreasonable rate on bulk shelled corn from Gold- 
field, Ia., to Dearborn, Mo. Asks reparation. 

No. 13302. Barnsdall Refining Co. efal., Tulsa, Okla., vs. Central of 
Georgia et al. 

Unreasonable, unjustly discriminatory and unduly prejudicial 
rates on fullers earth from Ellenton, Fla., to Bigheart, Okla. Asks 
reparation. 

No. ny Louis Cohen & Son, Wilkes-Barre, Pa., vs 
et al. 

Unjust and unreasonable rate on used rails from Carney’s Point, 
N. J., to Wilkes-Barre, Pa., and to Scranton, Pa. Asks cease and 
desist order, just and reasonable rates and reparation. 

No. or —_— Utah Lime and Stone Co., Salt Lake City, vs. Santa 
“e et al. 

Unjust, unreasonable and prejudicial 
mite, Utah, to stations in California. 
and just and reasonable rates. 

wee — Utah Lime and Stone Co., Salt Lake City, vs. Santa 
*e et al. 

Unjust, unreasonable, unduly prejudicial and unlawful rates on 
lime from Dolomite, Utah, to Colorado, Montana, Wyoming, Idaho 
and Oregon points. Asks cease and desist order and just and 
reasonable rates. 

No. 13306. Armstrong Cork and Insulation Co., Pittsburgh, Pa., vs. 
Pennsylvania. 

Unjust and unreasonable rates on insulating brick and cement 
from Beaver Falls, Pa., to Paulsboro. N. J. Asks reparation. 

No. 13307. The National Supply Co. of Texas, Ft. Worth, Tex., vs. 
Director General, as agent. 

Injust, unreasonable and discriminatory rates on oil well sup- 
plies from Swissvale, Pa., to Ft. Worth, Tex., in that through 
Class A rate of $1.25 exceeded $1.08. Asks reparation. 

No. 13308. L’Anguille River Ry. Co. et al., Little Rock, Ark., vs. Illi- 
nois Central et al. 

Unjust, unreasonable and prejudicial rates on coal from points 
in Kentucky to Marianna, Ark. Asks cease and desist order, just 
and reasonable rates and reparation. : 

No, 13309. Burlington Shippers’ Assn., Burlington, Ia., vs. Santa Fe 
et al. 

Unjust, unreasonable, unjustly discriminatory, unduly and un- 
rensonably prejudicial and unlawful rates on sugar from New 
Orleans and points taking the same rates to Burlington, Ia. Asks 
cease and desist order and just and reasonable rates. 

No. 13310. The Davison Chemical Co., Baltimore, Md., 
General, as agent. 
Unjust and unreasonable rates on structural steel from Potts- 
town, Pa., to Greensand, N. J. Asks reparation. 
No. 13311. The Wm. Cramp & Sons Ship and Engine 
Director General, as agent. 
Unjust and unreasonable rates on shipments of steel from Petty’s 


. Pennsylvania 


rates on lime from Dolo- 
Asks cease and desist order 


vs. Director 


3uilding Co. vs. 


Island, N. J., to Shackamaxon Station, Philadelphia, Pa. Asks 
reparation. 
No, 13312. Birmingham Commission Co., sirmingham, dAla., vs. 


Director General, as agent, and Illinois Central. 

Unjust and unreasonable rates on hay from Morganfield, Ky., to 
Birmingham, Ala. Asks reparation. 

No. 13313. The Michigan Traffic League, Battle Creek, Mich., vs. 
Ann Arbor et al. 

Alleges that interstate class rates to and from all points in 
lower peninsula of Michigan and all interstate commodity rates to 
and from said points that are directly or indirectly related to or 
influenced by said class rates are unjust, unreasonable, unjustly 
discriminatory and unduly prejudicial. Asks cease and desist 
order and just and reasonable rates. 
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TRAFFIC CLUBS 


(The following list of traffic clubs \-ill be published from tin, 
to time. We ask that readers notify us of any errors or of any 
changes or additions of which they have apw knowledge.) 


Akron Traffic Association. S. J. Waitt, Pres.; H. L. Sova. 
cool, Secy. 

Atlanta—Traffic Club of Atlanta. G. E. Boulineau, Pres. 
S. W. Wilson, Secy.-Treas. 


Baltimore—Traffic Club of Baltimore. W. W. Tingle, Pres. 
C. C. Kailer, Secy. 


Battle Creek (Mich.) Traffic Club. E. C. Nettels, Pres. 
Eugene Wallace, Secy.-Treas. 

Boston, Mass.—The Association of Railway and Steamboat 
Agents of Boston. J. E. McGrath, Pres.; W. M. Macomber, Secy. 
Treas. 

Brooklyn—tTraffic Managers’ Club of Brooklyn. 
hardt, Pres.; F. E. Grace, Secy.-Treas. 

Buffalo—Industrial Traffic Club of the Niagara Frontier. 
W. D. Sanderson, Pres.; E, J. Sheridan, Secy. 

Buffalo Transportation Club. K. B. Hassard, Pres.; R, J, 
Walsh, Secy. 

Canton, O.—Stark County, Ohio, Traffic Club. A. J. Burns, 
Pres.; M. L. Underwood, Secy. 

Chicago Traffic Club. R. B. Robertson, Pres.; E. S. Buck. 
master, Secy. 


Chicago—Midwest Traffic Club. C. W. Hester, Pres.; R. 
Crysler, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce 
H. B. Rubey, Chairman; D. P. Eggenberger, Secy. 
Cleveland Traffic Club. M. R. Maxwell, Pres.; F. A. Gideon, 
Secy. 

Columbus, Ohio.—Traffic Club of the Columbus Chamber of 
Commerce. W. E. Page, Pres.; C. L. Kelly, Secy. 

Cortland, N. Y.—Industrial Traffic Club of Cortland. H. B 
Darling, Chairman; H. F. Johnson, Secy. 

Dallas Traffic Club. A. L. Reed, Pres.; H. C. Eargle, Secy- 
Treas. 


Dayton, O.—Miami Valley Traffic Club. W. E. Boyer, Pres.; 
M. T. Otto, Secy. 


Decatur (Ill.) Transportation Club. R. L. Rees, Pres.; T. 
C. Burwell, Secy. 


Denver Traffic Club. J. F. Vallery, Pres.; C. B. Rader, Secy. 
and Treas. 


Denver Commercial Traffic Club. J. P. Gibson, Pres.; C. J. 
Hotchkiss, Secy.-Treas. 


Detroit Transportation Club. W. J. Dibble, Pres.; T. R. 
Cochrane, Secy. 


Elmira (N. Y.) Traffic Club. J. J. Delaney, Pres.; J. €. 
Field, Secy. 


El Paso Traffic Club. N. L. Rankin, Pres.; Geo. Deck, Secy.- 
Treas. 


Erie Traffic Club. P. D. Belknap, Pres.; M. W. Eismann, 
Secy. 


Flint, Mich.—Transportation Club of Chamber of Commerce. 
F. A. McHale, Pres.; F. G. Pick, Secy. 


Fort Wayne, Ind. Traffic, Transportation, and Waterways 
Bureau of the Chamber of Commerce. V. W. Davies, Chairman; 
E. C. Miller, Vice-Chairman. 

Fort Worth Traffic Club. 
Secy. 


Freeport, I1l—Greater Freeport Traffic Club. W. H. Jenner, 
Pres.; F. F. Pepperdine, Secy. 


Grand Rapids Traffic Club. E. L. Ewing, Pres.; J. C. Quin 
lan, Secy. 


Green Bay (Wis.) Traffic Club of the Green Bay Association 
of Commerce. F. Hurlbut, Pres.; W. J. LaLuzerne, Secy.-Treas 

Houston Traffic Club. J. F. Hennessy, Jr., Pres.; E. L. Wil: 
liams, Secy. 


Indianapolis.—The Traffic Club of Indianapolis. 
Pres.; G. N. Baker, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber of 
Commerce. W. P. Hobart, Pres.; H. A. Plummer, Secy. 

Jacksonville Traffic Club. James F. Mead, Pres.; F. C. Saw 
yer, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board of 
Commerce. R. C. Kohn, Pres.; H. W. Chapman, Secy. 

Jersey City Traffic Club. Isaac Kemp, Pres.; J. 
lington, Secy. 


Kalamazoo Traffic Club. W.C. Thoms, Pres.; C. J. Bolendef, 
Secy. 


Kansas City Traffic Club. 
Blair, Secy.-Treas. 

Lansing (Mich.) Traffic Club. K. P. Hodges, Pres.; J. T: 
Ross, Secy.-Treas. 

Los Angeles Transportation Club. J. M. Ford, Pres.; L. G. 
Wilson, Secy.-Treas. 

Louisville Transportation Club. C. R. Long, Pres.; W. 7: 
Vandenburg, Secy. 

Macon, Ga.—Industrial Traffic Managers’ Association. Be? 
Gilman, Pres.; T. J. Abrams, Secy. 
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Te St. Louis and Ka: Ch - . 
Th Pe ious py a Ki f, su. unis ne Memphis Traffic Representatives: 
e€ Temple > P WACO C. M. Fish, 


Traffic Manager, 
Laredo, Texas 


To New Orleans_y WC. Beaman, 
1S 


Pes Asst. Traffic Manager, 

HOUSTON <<.Q” Laredo, Texas 
J. P. Craven, 
General Agent, 

Laredo, Texas 
C. W. Fish, 
Forei wt ne Agent, 
916 Chemical Building, 
St. Louis, Mo. 


Mr. Shipper: 


Do you contem- 
plate a trip or sending a 
representative to Mexico in the 
interest of your firm? If so, wire us 
when you expect to reach Laredo, Texas, 
and we will be pleased to have our Passenger 
Assistant meet you upon arrival and render all 
necessary assistance in getting you across the border. 
Should you have trunks containing samples for dis- 
play in Mexico, such samples will be subject to cer- 
tain Customs’ regulations which will require the 
services of an authorized Custom Broker. Write or 
wire us for details. 
Our Passenger Assistant will assist you in having your personal baggage inspected by the Mexican 
Customs Officers, and will act as your interpreter. Special attention given to ladies traveling alone. 


Through Pullman Service operated over our line between Houston, Texas, and Monterey, Mexico. 

You have no doubt been advised that passports are no longer required. Passport requirements have 
been waived for residents of Mexican Border Cities only. Passengers from the interior of the United States 
must have passports before entering Mexico. Emergency passports can be secured upon arrival at Laredo at 


an expense of about $11.00; however, to avoid any possible delay due to late trains, it is advisable to get your 
passport and have it visied by the Mexican Consul in or nearest your home city. 


C. M. FISH, Traffic Manager. 


| 
| 
| 
| 


Texas Mexican 
Railway Company 
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PORT OF NEW BEDFORD 


The Southern Gateway to Industrial New England 


e om e ! 
A large, sheltered harbor. An Op portunity for Shipping Interests * 


Modern steel and concrete pier ac- Recognized as the chief cotton concentration point and storage 


commodations for large vessels. center in New England, this port handles annually fully 750,000 
Up-to-date freight handling facilities. bales. Mills consuming 1,250,000 bales each year are situated 
Served by N. Y., N. H. & H. Railroad within easy motor-trucking distance. 

with tracks direct from pier. 

Modern warehouse space on pier and Most of this cotton now comes by rail but can be transported 
in port, totalling 1,250,000 sq. ft. from the South by water much more advantageously and cheaply 


were there direct water connection with Southern ports. 


Direct steamer service to Lisbon, Por- 
tugal, via Azores Islands. 


Overwhelming volume of outgoing traffic from New England’s 
thousands of industrial plants to draw from for return cargo. 





Much Quicker Service and Lower Handling Charges Than in More Congested Ports 


Write to any of the following firms: 
Full co-operation will be given 


in developing traffic through David Duff & Son New Bedford Boiler and Machine Co. 
the port. Market and business Greene & Wood New Bedford Storage Warehouse Co. 
data, credit information, etc., Gunning Boiler and Machine Co. Slocum & Kilburn 


furnished on request. 


New Bedford Board of Comme, New Bedford, Mass. 
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Mansfield, O., Traffic Managers’ Division of the Manufactur- 
ers’ Club. W. H. Gugler, Chairman; W. T. Leonard, Secy. 

Marion (Ohio) Traffic Club. H. E. Stiffler, Pres.; W. R. 
Awkland, Secy. 

Memphis Traffic Club. J. M. Walsh, Pres.; L. E. McKnight, 
Secy. 

Milwaukee Traffic Club. F. M. Elkinton, Pres.; R. S. Dahl, 
Secy. and Treas. 

Minneapolis Traffic Club. J. E. Neville, Pres.; W. W. Gib- 
son, Secy. 

Newark Traffic Club. John Enstice, Pres.; A. Rennie, Secy. 

New England Traffic Club, Boston. C. A. Anderson, Pres.; 
P. L. Stuart, Secy. 

New York Traffic Club. T. T. Harkrader, Pres.; C. A. Swope, 
Secy. 

New York, N. Y.—Traffic Club of the Queensboro Chamber 
of Commerce. E. J. Tarof, Pres.; P. W. Moore, Secy. 

Oklahoma City Traffic Club. H. C. Conley, Pres.; 
Baker, Secy. 

Omaha-—Traffic Managers’ Committee, Omaha Chamber of 
Commerce. C. E. Childe, Chairman; E. A. Stringer, Secy. 

Oshkosh, Wis., Traffic Club. C. M. Starks, Pres.; 
Hodson, Secy.-Treas. 

Peoria Transportation Club. H. D. Page, Pres.; O. B. Eddy, 
Secy.-Treas. 

Philadelphia Traffic Club. W. B. Grieves, Pres.; W. H. Mont- 
gomery, Secy. 

Philadelphia—Commercial Traffic Managers of Philadelphia. 
C. H. Rolf, Pres.; T. Noel, Butler, Secy. 


K. C. 


R. J. 


Pittsburgh Traffic Club. George A. Buse, Pres.; E. A. 
Hynes, Secy. 
Pittsburgh Traffic and Transportation Association. S, R. 


Hosmer, Pres.; R. F. Heil, Recording Secy. 

Portland (Ore.) Industrial Traffic Club. C. T. Spooner, Pres.; 
F. P. Kensinger, Secy. 

Portland Transportation Club. E. M. Burns, Pres.; 
Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Chamber 
of Commerce. G. E. Allen, Chairman; E. C. Southwick, Secy. 

Ridgeway, Pa.—Traffic Club of Elk County. W. H. Grant, 
Pres.; C. L. Bishop, Secy. 

Roanoke (Va.) Traffic Club of the Association of Commerce. 
S. H. Coleman, Pres.; J. T. Preston, Secy. 


Ww. O. 
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Rochester, N. Y.—Traffic Council of the Rochester Chamber 
of Commerce. A. T, Cobb, Chairman; F. W. Burton, Secy, 
St. Louis Traffic Club. S. S. Butler, Pres.; S. E. Wilson 
Secy. 

San Francisco Transportation Club. W. B.Hinchman, Pres. 
EB. A. Senneff, Secy. 

San Francisco.—Pacific Traffic Association. 
Pres.; W. C. Patterson, Secy. 

Seattle Transportation Club. Joseph Weber, Pres.; W. p 
Lockwood, Secy.-Treas. 

Sioux City, la—Traffic Managers’ Club of Sioux City. R.4 
Zwemer, Pres.; R. R. Wigton, Secy. 

Spokane Transportation Club. W. H. Ude, Pres.; G. B. King 
Secy.-Treas. 


Stark County (Ohio) Traffic Club. A. J. Burns, Pres.; M. 1. 
Underwood, Secy. 

Syracuse Traffic Club. 
Secy. 
Toledo Transportation Club. W. O. Holst, Pres.; J. J. Lynch, 
Secy. 

Trenton (N. J.) Traffic Club. A. C. Hoffman, Pres.; E. ¢ 
Stratton, Secy. 

Troy, N. Y.—The Traffic Club, Inc., of Troy. George T. Rus. 
sell, Pres.; G. S. Glass, Secy. 

Utica (N. Y.) Tratfic Club. R. E. Fitch, Pres.; C. E. Dar. 
rigrand, Secy. and Treas. 

Tulsa, Okla.—Transportation Club of Tulsa. 
Pres.; R. C. Hughes, Secy. 

Waco Traffic Club C. 
Secy. 

Washington Traffic Club. C. E. Phelps, Pres.; J. T. M. Du 
vall, Acting Secy. 

Wheeling (W. Va.) Traffic Club. H. H. Marsh, Pres.; P. M. 
Neigh, Secy. 

Wichita Traffic Club. J. H. Wilcox, Pres.; 
Becy. 

Wichita Falls (Tex.) Traffic Club. A. A. Spencer, Pres.; J. 
W. Chatham, Jr., Secy.-Treas. 

Worcester (Mass.) Traffic Association. J. P. Sloan, Pres.: 
J. H. Lane, Secy. 


York (Pa.) Traffic Club. W. L. Rupp, Pres.; J. F. Baird, 
Secy.-Treas. 


M. B. Baker, 


W. J. O’Neil, Pres.; F. M. Varah, 


A. C. Holmes, 


H. Carringer, Pres.; Lloyd Bailey, 


H. G. Watts, 





Docket of the Commission 





Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


December 5—Chicago, Ill.—Examiner Hosmer: 
13061—Universal Portland Cement Co. vs. A. T. & S. F. et al. 
December 5—Lincoln, Nebr.—Examiner McQuillan: 
12962—S. A. Foster Lumber Co. vs. Valley & Siletz R. R. et al. 
December 5—Shreveport, La.—Examiner Woodrow: 
12988—Waterman Lumber Co. vs. St. L.-S. F. et al. 
December 5—Portland, Ore.—Examiner Disque: 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
December 6—Portland, Ore.—Examiner Disque: 
Fourth Section App. 12125 of S. J. Henry. 


December 6—Omaha, Nebr.—Examiner McQuillan: 
13077—Morrill-Higgins Co. vs. Director General. 


December 7—Washington, D. C.—Examiner Clarke: 
* Finance Docket 1667—In the matter of the application of the El] Paso 
& Southwestern Co. : 


December 7—Argument at Washington, D. C.: 

11894—-In the matter of rates, fares and charges applicable between 
points in the state of Indiana. 

1. and S. 1398—Salt from Louisiana mines to Chicago, Ill., St. Louis, 
Mo., and intermediate main line points. 

12157—Kansas Rock Salt Co. vs. A. T. & S. F. et al. 

12163—Kansas Rock Salt Co. vs. Director General. 

12164—Kansas Rock Salt Co. et al. vs. Director General. 


December 7—Kansas City, Mo.—Examiner Cassidy: 
l. and S. 1425 (and first. supplemental order)—Reduced rates on coal 
to Kansas City, Mo. 
December 7—Chicago, Ill.—Examiner Hosmer: 
11074—Jones & Laughlin Ore Co. et al. vs. Director General, C. M. 
& St. P. et al. 
12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 
December 8—Phoenix, Ariz.—Examiner Pattison: 
13068—In the matter of intrastate rates of the Am. Ry. Exp. Co. in 
the state of Arizona. 
December 8—Kansas City, Mo.—Examiner McQuillan: 
13033—The Atchison Board of Trade et al. vs. A. T. & S. F. 
December 8—Washington, D. C.—Examiner Pitt: 
Fourth Section App. 12099 of Pa. R. R. Co. (passenger fares). 
December 8—Argument at Washington, D. C.: 
l. and S. 1421—Penalty charge on lumber held for reconsignment. 
. and S. 1403—Railroad space rental charges on compressed and un- 
compressed cotton at Louisiana ports. 
12268—Loard of Railroad Commissioners of the State of South Da- 
kota vs. C. & N. W. et al. 





et al. 
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December 8—San Francisco, Calif.—Examiner Disque: 
Fourth Section App. 11985. 
Fourth Section Apps. 11940, 12118 and 12094. 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 

December 9—Kansas City, Mo.—Examiner McQuillan: 

* 1. and S. 1370—Grain and grain products between stations in Okla- 

homa and stations in Kansas and Nebraska. 

December 9—Argument at Washington, D. C.: 
11472—California Packing Corp. et al. vs. Director General. 
11329—Jacobs, Malcolm & Burtt vs. Director General and Sou. Pac. 
11329 (Sub. No. 1)—Jacobs, Malcolm & Burtt vs. Director General 

and A. T. & S. F. 
11643—Sunlit Fruit Co. et al. vs. Director General, Sou. Pac. et al. 
11215—Sunlit Friut Co. et al. vs. Director General and Sou. Pac. 
10745—-National Wholesale Grovers’ Assn. of the U. S. vs. Director 
General, Alabama & Vicksburg et al. 
— gee No. 1)—Southern Wholesale Grocers’ Assn. et al. vs. Sou. 
y. et al. 

December 10—Houston, Tex.—Examiner Woodrow: : 
9922—Lake Charles Rice Milling Co. of La. vs. Director General, Abi- 

oe & Northern et al. (Issues as outlined on page 41 of I. C. €. 

December 12—Washington, D. C.—Examiner Carter: 

* 12030—Federal Valley R. R. Co. vs. T. & O. C. et al. 

* 12004—Wichita Northwestern Ry. Co. vs. C. R. I. & P. et al. 

December 12—Little Rock, Ark.—Examiner Pattison: 
9922—Lake Charles Rice Milling Co. of La. vs. Director General, 

Abilene & Northern et al. 

December 12—Chicago, Ill.—Examiner Hosmer: 

!. and S. 1434—Proportional grain rates from Minnesota and Wiscon- 
sin to eastern destinations. 

December 12—New York, N. Y.—Examiner Flynn: 
13010—New York Dock Ry. vs. B. & O. et al. 

December 12—Reno, Nev.—Examiner Disque: : 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 

December 12—Peoria, Ill.—Examiner McQuillan: 

13091—M. E. Case Coal Co. et al. vs. C. B. & Q. et al. 

December 12—St. Louis, Mo.—Examiner Cassidy: 

13288—Mississippi Valley Iron Co. vs. C. & N. W. et al. 


December 13—Washington, D. C.—Examiner Davis: ; 
* Finance Docket 1466—Application of Pa. R. R. Co. for authority to 
acquire control of P. C. C. & St. L. R. R. Co. 


December 13—Peoria, Ill—Examiner Cassidy: : 4 
13110—The Minneapolis & St. Louis R. R. Co. vs. Peoria & Pekin 
Union. 
December 14—Washington, D. C.: ; i] 
* 13293—In the matter of rates, fares and charges of carriers by ral 
road subject to the interstate commerce act. 
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Mes, | 

nue I | BUSINESS AND LUMBER 

RA It is now generally predicted that the long hoped for 
aod business revival and building activity will commence in 
sa. f | the spring of 1922. In the Pacific Northwest this will 
. Varab, mean that the saw mills will be overtaxed cutting 
1. Lynch, orders, prices will jump and cars will be scarce. It be- 
ee hooves then the wise lumber shipper and buyer to have 
—_ as much as possible of his product stored at tidewater 
pt | before this movement starts. 

oa, I | The PORT OF TACOMA on its PIER ONE offers 
“a | the most efficient lumber handling and storage facilities 
yre: | on the Pacific Coast. 

mest | PORT OF TACOMA 
F. Baird, 


— a 


_ || STATISTICS! STATISTICS! 


5 in Okla- | VERY ESSENTIAL EVIDENCE IN TESTING 
| THE ‘SREASONABLENESS”’ OF RATES ! 





ou. Pac. 
r General P i 
Yet in a great many unsuccessful cases, we hear the Interstate Commerce Commis- 


ic. et al. | 
LL 2 


. Pac. 
3. Director 


a a | 


sion utter, to someone, such ominous words as: 


| “The Rates Complained Of Are Not Shown To Be Un- 
| reasonable,’’ or ‘‘Defendants Have Failed to Justify,”’ etc. 


thus sounding the death-knell to many hard-fought, yet perhaps meritorious, cases. 
i Carrier! Traffic Manager! Commerce Attorney! Do Not Omit This All- 


il. vs. Sou. 


1eral, Abi- 
of I, C. ©. 


al Important Feature From Your Rate Cases, simply because you do not have the means 
iil at hand. Ask the T. S. C. for Up-To-The-Minute Figures. You will be supplied on short 
4 Wiscon- order. Telegraphic orders given preferred attention. 


Even If Your Complaint Or Answer Is Already In, We Will Prepare All Statistical 
Data*For You. 


Wire us NOW, and perhaps save the day. 


THE TRAFFIC SERVICE CORPORATION 


‘SAt Your Service’’ 
+: 505 Colorado Building Washington, D. C. 


itiss. 


ithority te 


rs by rail- 
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December 14—Indianapolis, Ind.—Public Service Commission: 

Finance docket 1457—In re application of C. C. C. & St. L. Ry. Co. 
for authority and for a certificate of public convenience and neces- 
sity respecting certain of its lines in Indiana. 

December 14—San Francisco, Cal.—Examiner Disque: 

Portions of Fourth Section App. 8835 of R. H. Countiss. 


December 14—Chicago, IIl.—Examiner Hosmer: 
13081—-Swift & Co. vs. C. M. & St. P. et al. 


December 14—Argument at Washington, D. C.: 
11299—William Wylie Beall vs. Wheeling Traction Co. 
8778—Atlas Portland Cement Co. et al. vs. Northampton & Bath et al. 


December 14—Salt Lake City, Utah—Commissioner Eastman: 
13078—In re trackage arrangements between Bingham & Garfield Ry. 
Co. and Utah Copper Co. 
December 14—Terre Haute, Ind.—Examiner McQuillan: 
12908—T'erre Haute, Indianapolis & Eastern Traction Co. et al. vs. 
Director General. 
December 15—Memphis, Tenn.—Examiner Woodrow: 
1. and S. 1431 and first suppl. order—Cotton and cotton linters from 
Mississippi valley points. 
December 15—Argument at Washington, D. C.: 
11741—Corinth Grocery Co. vs. M. & O. 
11886—American Mineral Production Co. vs. Director General, G. N. 
et al. 
11706—Weir Smelting Co. vs. Director General, Miami Mineral Belt 
Ry. et al. 
12036—Texas Pipe Line Co. vs. Director General. 
=e Asphalt Refining Co. vs. Director General, Mo. Pac. 
et al, 
December 15—Chicago, Ill.—Examiner Hosmer: 
1. and S. 1440—Silica sand from Illinois and other points to Pacific 
coast and intermountain territory. 
December 15—Indianapolis, Ind.—Examiner McQuillan: 
11894—Indiana rates fares and charges. 
— Reguladora del Mercado de Henequen vs. Director 
eneral. 
December 16—Argument at Washington, D. C.: 


1210i1—Western Newspaper Union vs. Director General, Adirondack & 
St. Lawrence et al. 


12247—Wilson & Co., Inc., of Tenn., vs. Director General, A. T. & 
8S. F. et al. 
12203—Dewey Portland Cement Co. vs. Director General. 
12048—Omaha Live Stock Exchange vs. C. M. & St. P. et al. 
December 17—Phoenix, Ariz.—Examiner Disque: 
Fourth Section App. 11985. 
Fourth Section Apps. 11948, 11957 and 12063 of R. H. Countiss. 
Fourth Section Apps. 11940, 12118 and 12094. 
December 17—Argument at Washington, D. C.: 
12155—Walsh Fire Clay Products Co. vs. Director General. 
—— Fire Clay Products Co. vs. Director General, C. & A. 
et al. 
= Fire Clay Products Co. vs. Director General, C. & A. 
et al. 
11566—St. Louis Independent Packing Co. et al. vs. C. & A., Di- 
rector General et al. 
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ee St. Louis Stone Co. vs. Director General, Alton & South- 
ern et al. 
December 19—Washington, D. C.—Examiner J. E. Smith: 
* 12996—J. W. Eshelman & Sons et al. vs. Arkansas Central et al. 
Such fourth section departures as may exist. 
December 19—Argument at Washington, D. C.: 
12133—Monarch Mills vs. C. of Ga. Ry. and Director General. 
12070—Purity Extract and Tonic Co. vs. Director General, A. & VY. 


et al. 
ihe to ee sg Distributing Co. et al. vs. Ill. Cent., Director Gen- 
eral et al. 
Tae Traffic Bureau et al. vs. Director General, A. & 
. et al. 


December 20—Argument at Washington, D. C.: 
12120—Corona Coal Co. vs. Mississippi-Warrior Service et al. 
11888—Chamber of Commerce, Gadsden, Ala., vs. A. G. S. et al. 
Portions of Fourth Section Apps. 458, 540, 542, 1548 and 1952. 
12122—Traffic Bureau of Nashville vs. L. & N. et al. 
December 21—Argument at Washington, D. C.: 
12189—Indiana Reduction Co. vs. Director General. 
12046—Armour & Co. vs. Wabash, Director General et al. 
12176—Morris & Co. vs. Director General, Chicago Junction et al. 
12283—Wilson & Co., Inc., vs. Director General, C. & A. et al. 
be 2 eee & Co. et al. vs. Chicago Junction, Director General 
et al. 
December 22—Argument at Washington, D. C.: 
* VE ora W. Eshelman & Sons et al. vs. Director General, M. & 
. et al. ; 
12060—National Refining Co. vs. Director General, L. E. & W. et al. 
11179—Ohio Box Board Co. vs. Director General and Erie. 
12077—American Milling Co. vs. Director General, Peoria & Pekin 
Union Ry. et al. 
December 23—Argument at Washington, D. C.: 
ie ag tee ee Manufacturing Co. vs. Director General, G. H. & 
S. A. et al. 
11708 (Sub. No. 1)—F. S. Smith & Co. vs. Director General and Texas 
Mexican Ry. 
Lae ga Argueso & Co., Inc., vs. Director General, G. H. & S. A. 
et al. 
11895—E. I. Du Pont de Nemours & Co. vs. Director General. 
12072—The Barrett Co. vs. Director General, Pa. R. R. et al. 
12234—The Barrett Co. vs. Director General, B. & O. et al. 
December 28—Argument at Washington, D. C.: 
12238—Standard Shipbuilding Corp. vs. Director General and C. R. R. 
of N. J. 
12243—Endicott-Johnson Corp. vs. Erie. 
12279—The Atlantic Refining Co. vs. Director General, C. & O. et al. 
12296—International Paper Co. vs. Director General. 
December 29—Argument at Washington, D. C.: 
12196—The Green Rock Coal Co. vs. Director General, Big Sandy & 
Kentucky River Ry. et al. 
11415—St. Louis & O’Fallon Ry. Co. vs. East St. Louis & Suburban 
Ry. et al. 
11788—Traffic Bureau, Davenport Commercial Club, et al. vs. 
Director General, A. T. & S. F. et al. 
12003—Burlington Shippers’ Assn. et al. vs. Director General, Ark. 
Cent. et al. : *id 





INTERSTATE COMMERCE 


COMMISSION HEARINGS 


IMPORTANT COTTON CASES—I & S 1393, Cotton and Cotton Linters to Pacific Coast Ports for export, October 17th, at Galves- 


ton, November 14th, at San Francisco. 


Docket 12750, Memphis Freight Bureau vs. Missouri Pacific, October 26th, at Memphis, Concentration-in-transit privileges on Cotton. 
1&S 1431, Cotton and Cotton Linters from Mississippi Valley Points, December 15th, at Memphis. 


Orders for official transcripts of the testimony taken in proceedings of 
the Commission (see Docket of the Commission in each issue of The Traf- 
fic World) throughout the country except Washington should be addressed 


to The State Law Reporting Company, official reporters to the Commission, 
Woolworth Building, New York City. 


The charge, as fixed by the Commission, is 12% cents per page for 
each copy furnished. 








DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor in 
Interstate and Foreign Commerce 


eS 
Analysis—Claims 
on 971 SPITZER BLDG. 


Trackage te—Demurrage TOLEDO, OHIO 
General to Btate, 


Matters Relating 414 The Arcade 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Room 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEO. T. BELL 


COMMERCE COUNSEL 


1919-1921, Executive Vice-President, North- 
ern West Virginia Coal Operators’ Associa- 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
organizations and shippers of Missouri River 





CHARLES H. LAMPEN 
Commerce Counselor 


All phases of Traffic 
and Transportation 


LESSER & LESSER 
Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and 
SHIPPERS’ FREIGHT CLAIMS 


JOHN M. STERNHAGEN 
ATTORNEY AT LAW 


Interstate Commerce and 
Federal Tax Law 
cities. 


MUNSEY BUILDING, WASHINGTON, D.C. | 105 South La Salle Street 


KARL KNOX GARTNER 


(For a number of years Attorney and Mxaminer, Interstate 
Commerce Commission, and prior thereto engaged im the 
practice of law at Louisville, Ky.) 

Special attention to matters before the Interstate 
Commerce Commission, Income Tax Unit, Federal 
Trade Commission, United States Shipping Beard, 
CLEVELAND, 0. | "ots! Cour. 


701-706 WOODWARD BLDG., WASHINGTON 





JAMES BORLAND 


Consulting Traffic Manager 
All Traffic and Transportation Matters 


We make a Specialty of Filing and Collecting Freight 
and Express Claims for Shippers 


1659 Foulkrod Street, PHILADELPHIA, PA. 





EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter- 
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Mip-West Box Company 


Look for 
the 
Trade Mark 





Announce 


The “Perfect Package” 


A WATER-PROOF Corrugated Fibre Box 


with Triple Tape Corner and Offset 
Score. The first Fibre Box to stand 
up after being water soaked. 


Corrugated — 


Fibre-Board 
~ Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 








GENERAL OFFICES: 
1337 Conway Building Chicago, III. 


FACTORIES: 
Anderson, Ind. Fairmont, W. Va. 
Chicago, Ill. Cleveland, Ohio Kokomo, Ind. 


We operate our own boxboard and strawboard mills 
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Rand McNally & Co. 








WINDWARD ISLANDS SERVICE 


Regular Service, United States Shipping Board A-1 Steamers 


Mobile to Jamaica, Haiti, Santo Domingo, Porto Rico, Guadeloupe, Martinique, Barbados, 
Trinidad, Curacao; also North Coast South America, including Colombia; also Mexican ports. 


EUROPEAN SERVICE 
United States Shipping Board A-1 Steamers 


Mobile, Pensacola and Gulfport to Rotterdam, Amsterdam, Antwerp, Ghent, Havre, 
Bordeaux and other French Atlantic ports. 


PACIFIC COAST WEST AFRICA 





Agents for Atlantic, Gulf & Pacific Steamship Agents for Bull West African Service— 
Corporation—A-1 Steamers A-1 Steamers 
Mobile to Los Angeles Harbor, San Francisco, Mobile / West African ports, via Azores, Canary 
Portland and Seattle. and Madeira Islands. 


ST. LOUIS OFFICE: 1217 Pierce Building BIRMINGHAM OFFICE: 424-425 Chamber of Commerce Building 
IRVING H. HELLER, Manager GEO. C. McLAUGHLIN, Manager 
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Protect Your Goods 


Good wood boxes are built to stand 


Good wood boxes stand pressure in 
hard knocks and rough handling. 


the bottom of the pile. They stand 
Anvils, plows and heavy castings hard falls. 


are often loaded in the same car with 
your goods. In the heavy jolts of 
switching the wood box takes the 


blows and saves the merchandise 
within. 


Hooks cannot pierce, and moisture 


does not penetrate the solid walls of 
good wood boxes. 


You give your g00ds maximum pro- 


tection against the hazards of trans- 
Freight is often carelessly loaded. portation when you ship in 


Good Wood Boxes 


Backed by the National Association of Box Manufacturers 
New England: 


d: GENERAL OFFICES 
1013 SCOLLAY BLDG. : 
Boston, Mass. 


Eastern: 
1553 CONWAY BUILDING, CHICAGO rr” 
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eS Mississippi Central Railroad 
<A Louisiana & Arkansas Railway 













- 


announce a new route between the Southeast and Southwest 


An immediate connection has been formed between these two roads and the Mississippi Central has extended 
its operations into Mobile, Alabama, by trackage rights over the Gulf, Mobile and Northern Railroad. 


These are two exceptionally well maintained and operated roads. Their freight schedules have been co- 
ordinated so as to form through continuous service for the handling of traffic between the Southeast and the 
Southwest. 
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MAP OF 


LOUISIANA & ARKANSAS RY. 


AND 


MISSISSIPPI CENTRAL R. R. 
\\ “Natchez Route” 
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It will be our constant aim to render so prompt and dependable a service and to so keep shippers 
informed respecting the movement of their freight, that this route will become noted for its reliability and 
the ease with which patrons can secure information about the movement of their shipments. 


Route from the West via Shreveport, La., Stamps or Hope, Ark., care Natchez Route. 
Route from the East via Mobile or Hattiesburg, care Natchez Route. 
We will show our appreciation by “Delivering the Goods.” 


H. R. Wilson, B. S. Atkinson, 
Traffic Manager, Mississippi Central R. R., Traffic Manager, Louisiana & Arkansas Ry., 
Hattiesburg, Miss. Texarkana, Ark. ; 


Traffic Department Representatives: 


Carroll H. Smith, Cc. G. Lang, W. S. Cornell, H. R. Whiting, R. E. McGrath, 
General Agent, Commercial Agent, General Agent, General Agent, Commercial Agent, 
Atlanta, Ga. Mobile, Ala. Dallas, Texas Oklahoma, Okla. Kansas City, Mo. 





